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ADMINISTRATION 

OF 

THE EAHL OE MINTO, 

VICEROY AND GOVERNOR GENERAL OF INDIA, 

IN THE 

RAILWAY DEPARTMENT 

(RAILWAY BOARD), 

GENERAL. 

Administration.—At the beginning of Lord Minto’s Vioeroyalty the 
administration of the railways in India was vested in the Railway Board, 
which consisted of a Chairman and two Members, outside of, but subordinate 
to, the Government of India. 

On representations of the Indian Railway Companies and East India 
Merchants the Secretary of State intimated that he had appointed a Committee 
to enquire and report, among other matters, whether the system under which 
the Railway Board then worked was satisfactory or capable of improvement 
and to make recommendations. 

The Committee so appointed, and known as the Railway Einance and 
Administration Committee, on the 6th March 1907 submitted their report to the 
Secretary of State, iu accordance with whose decision thereon the administra- 
tion of the railways in India continued to he vested in the Bailway Board, con- 
sisting (from the Ist October 1908) of a President and two Members, who, 
with their staff, are collectively called the Railway Department of the 
Government of India, distinct from, and independent of, the Department of 
Commerce and Industry, though remaining in the administrative charge of 
the Honourable Member, Commerce and Industry Department, as Railway 
Member. 

2. Additional powers given to the Railway Board.— In paragraphs 
79 to 94i of Part I of the Summary of the administration of railways during 
the Viceroyalty of Lord Curzon, reference was made, among other matters, 
to the powers vested in the Railway Board. In December 1906 the Railway 
Board were further invested with full powers in the matter of agreements 
with Railway Companies for the construction of rolling-stock, plant or machinery 
used on, or in connection with, railways, or for leasing or taking on lease any 
rolling-stock, plant, machinery or equipments required for use on railways, or 
for the maintenance of rolling-stock, subject to the condition that the Railway 
Board shall, in the exercise of those powers, act in accordance with the general 
rules or orders on the subject passed from time to time by the Government of 
India. 
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3. Delegation to the Eailway Board of the fall powers of the 
Governor General in Council under section 50, clause {d), of the 
Indian Railways Act, 1890 (IX of 1890).— In April 1907 the Railway 
Board wore inxested with, all the powers and functions oi the GoTernor General 
in Council under section 50, clause (d), of the Indian Railways Act, 1890 
{IX of 1890), subject to the condition that they shall, in the exercise of the 
said powers or functions, act in accordance >vith the general rules or orders on 
the subject passed from time to time by tbe Government of India. 

In February 1908 tbe Board were further invested with the power 
exercised by the Governor General in Council under section 51 of the Indian 
Railways Act, 1&90 (IX of 1890), subject to tbe same condition. 

4. Government control of railways. — On the 1st January 1908 a new 
system of control of railways by the Government of India was introduced, as a 
result of which the appointments of Consulting Engineers were abolished and 
railways were placed under the direct control of the Railway Board. Original 
powers of sanction and administration were as a consequence delegated to the 
Boards of Directors of Railway Companies, with the option of delegating all or 
any of these powers to their Agents in India. 

5 Expansion of the Railway Programme ; Railway Finance Com- 
mittee. — In. paragraph 1 reference has been made to the Committee appointed 
in 1907 by tbe Secretary of State to make an investigation into, and report on, 
Indian Bailway Finance and Administration, consequent upon representations 
of Indian Railway Companies and East India Merobants. 

The Committee found that the allotments for railway construction and 
equipment were insufficient to meet the requirements of trade, and recommended, 
inter alia, an expenditure of £12,600,000, i.e., 18‘75 crores of rupees, per 
annum, for the following eight years, and that a standard of annual expenditure 
should be fixed periodically. They also proposed an extension of the powers 
of the Railway Board in order to bring it into closer connection with 
the Government of India, These recommendations have been carried out as 
far as possible. 

So far it has not been found possible, for financial reasons, to allot more 
than 16*80 crores of rupees per annum for capital expenditure on railways. 
This was tbe amount allotted for 1910-11, and tlie Secretary of State has recently 
intimated that the Railway Programme for 1911-12 should bo prepared on the 
same basis. 

6. Secretary of State’s ruling regarding the inclusion in the 
Railway Programme of lines financed by loans from Government. — In 
sanctioning tbe arrangements proposed for the construction of tbe Bezwada- 
Masulipatam railway, — which has been financed by the District Board of Xistna 
partially out of loans obtained through tbe Proviacial Loan Account, — tbe Sec- 
retary of State pointed out that the authority delegated to the Government of 
India to sanction, outside the Programme, the construction of all lines having an 
Indian domicile and a rupee capital, does not apply to lines of this class as they 
will be financed partially out of funds provided by Government, and that tbe 
loan of Government money for railway construction by District Boards has 
the effect of redudng the amount available for State construction. Unless, 
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tberofore, tlie linos thus financed are brought within {the Programme with a 
view to comparing their urgency with that of State projects, the practice of 
lending State funds for their construction might result in their being tahen in 
hand to the exclusion of more urgently needed State lines, and he accordingly 
requested that all lines the expenditure for which is proposed to be provided 
by means of loans from the GoTernment of India or Provincial Goyernments 
should he included in the Programme. 

The Secretary of State has, howeyer, in connection with the revision of 
the Branch liine Terms Resolution, No. 61i-R.O of 1896, accepted the pro- 
posal of the Government of India that guaranteed branch lines shall be shown 
in a separate part of the annual Programme, without coming into the list of 
works oyer which the proposed programme grant of the year is distributed. 

7. Revision of the Branch Line Terms Resolution of 1896. — With a 
view to foster the construction of branch or feeder railways in India by private 
enterprise, the Government of India published a Resolution, No. 614 R.-O., dated 
the l7th April 1896, formulating the terms on which they were prepared to 
consider ofiers for the construction of such lines by private companies, in 
supersession of all previous rules on the subject. The chief feature of those 
terms was tbe financial assistance offered in one or other of the following 
forms 

(a) an absolute guarantee of interest, at a rate not exceeding 3 per cent 
per annum, on the actual capital expenditure of the Branch 
Company as entered in rupees in the Company’s books in India, 
with such share of the surplus profits as may he agreed upon ; 

(&) a rebate to he paid out of, hut not exceeding, the net earnings of 
the main lino from traffic interchanged with the Branch as will, 
together with the net earnings of the Br-anch itself, suffice to give 
a dividend of SJ per cent per annum on the actual capital 
expenditure on the Branch as entered in rupees in the Company’s 
hooks in India. 

The publication of the resolution was followed by the construction, 
within the terms prescribed thereby, of only a few branch railways. The 
decision of the Secretary of State that all guaranteed branch lines, though 
financed by private companies, must ha included in the annual Railway Pro- 
gramme, however, led the Government of India to discourage generally all pro- 
posals asking for a Government guarantee ; and since important modifications 
of the terms of 1898, which had to be conceded before the negotiations could 
be brought to a successful issue, were in almost all oases demanded by private 
promoters, the conclusion was forced on Government that the above terms, 
though more liberal than those which preceded them, were not sufficiently 
attractive and that it would he necessary to offer further advantages in order to 
secure a steady flow of private capital towards railway investment. 

The terms of 1896 were accordingly revised after careful consideration, 
the following important modifications were recommended by the Railway 
Board, via : — 

(i) Branch Companies to he granted, free of cost, land required for 
quarrying ballast, brickfields and similar purposes, for which the 
grant of free land had previously been inadmissible ; 
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(ii) both the guarantee and rebate conditions of 189G to be materially 
improTed by offering the Branch Company (a) a guarantee of 4 
per cent per annum, or, as an alternative, (5) a rebate to be 
paid out of, but not exceeding, the net earnings of the main 
line from traffic interchanged with the Branch as will, together 
with the net earnings of the Branch itself, help the Branch 
Company to earn a dividend of 6 per cent per annum, subject 
to the condition that, in both oases, surjdus profits will he div ided 
equally between Government and the Company when the line 
earns over 6 per cent ; and 

(iii) in addition to the ordinary conditions of purchase, special right to 
he reserved to Government for acquiring the Branch line, at any 
time on giving a year’s notice during the currency of the con- 
tract, on payment of 26 times the average net earnings during the 
three years preceding the purchase, or 115 per cent of the 
capital expenditure on the line, whichever may be the greater. 

The object of reserving the right to purchase the Branch lines at any time 
was to remove the objection, (which bad more than once been raised by the 
Secretary of State), that the creation of numerous Branch Lilne Companies with 
separate interests from, and in some ways antagonistic to, the main lines might 
prove disadvantageous. 

The revised terms were submitted for the Secretary of State’s sanction, 
and the opportunity was taken to ask his approval to the proposal that 
guaranteed branch lines should be shewn in a separate part of the annual Pro- 
gramme without coming into the list of works over which the proposed 
programme grant of the year is distributed. 

After some correspondence the Secretary of State sanctioned the revised 
terms recommended by the Government of India. He, however, reduced the 
rate of guarantee from 4 per cent to 3^ per cent, and ruled that guaranteed 
lines must be constructed and worked on behalf of the Branch Line Companies 
by the agency of the main line concerned. He also desired that the Government 
of India’s proposal to show guaranteed lines in a separate part of the Programme 
should apply to rebate-aided lines as well. 

In regard to the right of special purchase of branch lines, the Secretary of 
State proposed that such right should only he exercised— 

(1) when a change of gauge is required ; 

(2) when the branch line is to he converted into a line of through com- 

mxmication ; 

(3) when it is desired to extend the branch line and the Company is 

unwilling to supply the necessary capital. 

The revised Branch Line Terms Besolution, as sanctioned by the Secre- 
tary of State, was accordingly published on 23rd June 1910, and it is expected 
that the better terms now offered will be fully appreciated by the public and 
will encourage them to invest money in railway enterprise to a greater extent 
than before. 
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8. Histories of Railway Projects.— Amongst the changes introduced 
in 1899 in the system of dealing ■with the question of railway extension in India 
was the publication of an annual compilation, for sale to the public, entitled 
Histories of Bailway Projects.” It contained a short account of each railway 
project considered, with an indication of the policy to he adopted ■with regard 
to its construction and working. The object was to afford information to 
promoters and others interested in railway construction, in order to enable them 
to form a judgment as to the extent and form in which offers for the con- 
struction and working of particular lines were likely to he acceptable to Gorern- 
ment. In 1900 the particulars regarding tramways outside municipal limits 
were, for the first time, included in the Histories, and since 1901 the indica- 
tion of policy above alluded to has been discontinued, in view of the possibility 
of some of the railways hitherto reserved for State construction being given up 
to private enterprise in case suitable offers for their construction are received. 
"With those modifications this publication was issued annually ; hut His Excel- 
lency the Eaarl of Minto decided that, from 1907, its issue as a separate compila- 
tion should be discontinued, aud that such particulars regarding projected lines 
as may he considered of sufficient interest to the general public and possible 
promoters should he incorporated, in tabular form, as an appendix to the annual 
Administration Beport on the Railways in India. 

The above decision was reported to the Secretary of State and the 
** Histories, ” corrected up to 31st December of each year, now issue annually as 
an appendix to the Administration Report on the Railways in India. 

9. Guarantee by Provincial Governments for railways of local in- 
terest.— -In 1904 the Government of India addressed the Secretary of State in 
regard to a scheme which they put forward with a view to promoting railway 
construction outside tbeir ordinary Programme of Railway Construction. The 
proposals were that Local Governments with whom quasi-permanent Provincial 
Settlements have been concluded should be authorized, subject to certain con- 
ditions, to guarantee interest on lines of local value which are indefinitely 
delayed by having to await a place in the Programme, and that the lines so 
guaranteed should be held to be an addition to the Govem^ient of India 
Programme, 

The conditions and restrictions under which the scheme was proposed to be 
worked are that — 

(i) the previous sanoiion of the Government of India shall be obtained 

in each case ; 

(ii) guarantees may he granted only by Local Governments with whom . 

quasi-permanent Provincial Settlements have been made ; 

(iii) guarantees may he given only in respect of railways which, in the 

opinion of the Government of India, are purely local in character; 

(iv) no single guarantee shall be given by any Local Government for a 

sum in excess of an amount to be fixed for that province by the 
Government of India ; and the amount of any new guarantee 
which it may be proposed to grant, together with the average 
payments under existing guarantees, during the three preceding 
years, shall also he limited to a sum to be fixed for each province 
by the Government of India ; 
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(v) all guarantees shall he conditional on the railway being opened for 
trafBLo and the service being properly maintained. 

The Secretary of State, before coming to a decision as regards Companies 
having an Indian domicile and a rupee capital, referred certain points for 
consideration, and also desired that the views of the Local Governments and of 
the Railway Board might be obtained on the scheme. He at the same time 
intimated that, even if the scheme be ultimately sanctioned so far as it 
concerned capital raised in India, the railways constructed under it should be 
included in the Programme. 

The points which were referred for consideration were 

(i) whether — in view of the fact that these small Companies create 

interests separate from, and in some ways antagonistic to, the 
main lines and add to the difficulties of railway administration-— 
endeavours should not bo made to extinguish such Companies by 
purchase rather than to increase their number ; 

(ii) whether the creation of a Provincial Stock would not diminish the 

demand for Government loans and thus depreciate the Govern- 
ment of India securities. 

The Railway Board, in advising Government, expressed the opinion that 
there was ample room for such small Companies, and that the disadvantages 
complained of under (i) could be removed by providing, in the contracts to be 
entered into with those Companies, suitable terms for compulsory purchase. 
As regards (ii) the leading Bankers in Calcutta, whose opinions on the point 
were invited, were unanimous in thinking that the Government of India securi- 
ties would not be affected by the issue of loans with a Provincial guarantee, 
provided this was not done on too extensive a scale. 

The Provincial Gorernments and various local bodies were also consult- 
ed, and, after a careful consideration of the views expressed by them, the 
Government of India again, in July 1909, recommended the proposal to the 
Secretary of State, with the remark that, in their matured opinion, neither of 
the two points raised by the Secretary of State need form any obstacle to its 
acceptance. It was proposed that the terms for Provincial guarantee should be 
identically the same as those for Imperial guarantee, and that lines guaranteed 
by Provincial Governments should ordinarily be purchased by the Imperial 
Government. 

In December 1909 the Secretary of State replied that he was willing to 
allow Provincial Governments to grant guarantees to Branch Line Companies 
under the terms of the Revised Branch Line Terms Resolution, (which was 
at the same time also sanctioned by him), and subject to the conditions already 
mentioned. 

10. District Board’s guarantee on capital raised for railway 
constrnction* In 1898 a resolution was issued by the Pinance Department 
enjoining on District Boards the rule that the interest on the capital raised 
for the construction of railways should not be guaranteed, nor the rate of 
interest determined, without the previous consent of the Government of India, 
except in cases where there is a margin between the actual rate of cess 
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levied by tbe District Board concerned and the maximum rate leyiable under 
the laws, as under the system of Provincial contracts then in force the whole of 
the liability in connection with such guarantees would be transferred to the 
Imperial Government on the next revision of the contracts. As, however, in 
consequence of the quasi-permanent arrangements recently made with Provincial 
Governments, this objection has disappeared, the question of amending the order 
is under the consideration of the Government of India in the Pinance Depart 
ment. 

11. Levy of a special railway cess by District Boards in provinces 
other than Madras- — In January 1906 the Government of India suggested 
to the Secretary of State that in provinces other than Madras, where the rural 
tax-payer would obtain relief by the abolition of the village service, patwari and 
other cesses, District Boards might be empowered to levy a special cess on 
land, such as is permitted by the Madras Act VI of 1900, for the oonstrnotion 
or guarantee of light local railways and tramways. In Pehruary of the same 
year the Secretary of State asked for the views of the Government of India 
on the subject in greater detail. On a reconsideration of the matter the Gov- 
ernment of India decided not to pursue the proposal, for the time being at 
all events, and informed the Seoretaiy of State accordingly. The considerations 
which actuated the Government of India in altering their views are as 
follows : — 

(i) as an asset for the construction of railways the cess would fall more 

heavily on the poorer than on the richer districts, which latter 
would probably be able to pay the interest on borrowed capital 
from their ordinary resources ; 

(ii) as a reserve for the guarantee of interest to private agency the 

cess might remain a purely potential impost in years of full 
harvests and active trade ; but it might have to he drawn upon, 
in years of depression or scarcity, just at the time when the 
agricultural classes would be least able to bear the extra burden ; 

(iit) a railway cess would not tap a new source of revenue, hut would 
only impose a fresh burden on the land and would be contrary 
to the policy recently pursued by the Grovernment of India in 
lightening the burdens on the land. 

12- Construction of District Board railways in Madras. — With a 

view to facilitate the construction of branch railways by private enterprise, several 
District Boards in the Madras Presidency were permitted to levy a special 
railway cess. It was intended that, on the security of the cess, the District 
Boards would either raise loans in the open market, or offer guarantees to private 
Companies, for the construction of branch railways to develop the resources 
of the districts concerned. 

liarge sums of money have been collected by the various District Boards 
from the proceeds of the special cess, and several branch lines have been 
proposed by them for construction ; these will, in the majority of cases, take 
off from the South Indian railway. 

The Government of Madras, however, failed to settle satisfactory terms 
with the South Indian Hallway Company for the construction and working of 
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those lines and represented to the Railway Board that, owing to the hostile 
attitude adopted by the South Indian Railway Company towards District Board 
projects in general, the object with which the imposition of the special cess was 
sanctioned had so far been defeated. The Local Government also requested that 
the matter should be brought to the notice of the Secretary of State and that he 
should he ashed to press the Company to agree to suitable working terms. 

The position is undoubtedly a very serious one, and the difficulty pointed 
out by the Madras Government is accentuated by the fact that, under the South 
Indian Railway Company’s existing contract, the Secretary of State has no 
power to compel the Company to construct and work the lines in question on 
terms which are favourable to District Boards. 

The existing contract will, however, shortly be terminated and a new 
contract entered into between the Secretary of State and the reconstituted South 
Indian Railway Company, and the Government of India have recommended 
to the Secretary of State that, to remedy the present unsatisfactory state of 
affairs, suitable provisions should be made in the new contract with the Com- 
pany for the construction and working of District Board railways. The matter 
is now under the consideration of the Secretary of State, 

13. Delegation of powers to tke Govemment of Bombay to grant 
concessions for the construction of local branch railways by private 
enterprise negatived. — Referring to the Report of the Committee on Indian 
Railway Pinance and Administration, the Government of Bombay, in August 
1908, communicated to the Government of India their views on the remarks 
made by that Committee in regard to the question of encouraging private enter- 
prise in the construction of local branch and feeder lines. The Local Govern- 
ment were of opinion that the question was too summarily dealt with in that 
report, and stated that they could not endorse the Committee’s view that it was 
open to question whether true private enterprise had ever failed to receive due 
encouragement at the hands of Government. 

The Governor in Council further remarked that so long as the Pro- 
gramme of Railway Construction laboured under the severe limitations which, 
according to the Committee, were inevitable, the principle, advocated by the 
latter, that the main lines should not only construct and work, but own, 
their branches could not be maintained. 

The Local Government also complained that the attitude adopted by the 
Home Boards of the main line oompauies towards private promoters* proposals 
for the construction of branch railways had in many oases been obstructive to 
the last degree and that great delays often occurred in dealing with the pro- 
posals, as, under the existing system, a multiplicity of authorities had to he 
consulted before any terms could be arranged. 

With a view to avoid such delays and to remove the existing drawbacks 
to the construction of branch railways, the Government of Bombay proposed that 
they should he given a free hand to sanction small local lines on certain condi- 
tions and they made certain suggestions as to the policy to he followed in dealing 
with the promoters* proposals. 
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Tlie Government of India referred the matter to the Seerefary of State, 
and, with his approval, the proposal has been negatived and the Bombay Gov- 
ernment have been told — 

(а) that the fundamental objection to their proposal is that it would 

tend to dissooiate-private railway enterprise in the Bombay Presi- 
dency from any general policy which the Imperial Government 
might desire to introduce ; 

(б) that railway extension in India is essentially a matter of Imperial 

policy, and the necessity for complete co-ordination as to the lines 
which it should pursue is one which the Government of India 
cannot set aside ; and 

(n) that, apart from the fact that it is undesirable that private railway 
enterprise should receive a more favourable reception and better 
terms in one province than it is possible to concede to it in 
others, — which iu itself is a serious obstacle to the grant of free 
powers to any one Local Government, — the construction of light 
railways by private enterprise in one province, without sufiScient 
regard to railway development or possible development in its 
neighbours, might cause difideulties both to existing railway 
interests and to the Government of India, which it would not be 
easy to remove. 

It has also been explained to the Bombay Government that there is no 
reason why any undue delay should occur in dealing with proposals within 
the Branch Line Terms sanctioned by the Secretary of State which may be 
submitted to the Government of India for orders, provided the initial stage of 
negotiations has been properly conducted. 

14- Contribution by ISTative States towards the cost of constructing 
railways within their territorial limits. — In. March 1905 the Honourable 
the Agent to the Governor General in Central India referred, for the orders of 
the Government of India, two questions — (i), whether the Gwalior Durbar might 
be given the option of constructing, or bearing the cost of construction of, that 
portion of the Nagda-Muttra railway which lies within their territory, and, (ii), 
whether the Government of India were prepared to issue a general ruling as to 
the grant of similar options to Native States in the carrying out of future railway 
projects. As regards (i) he was informed that the Government of India were 
prepared to accept a oontiibution from the Gwalior Durbar towards the cost of 
constructing that portion of the Nagda-Muttra railway which lies in Gwalior 
territory, the net earnings or losses on the whole system, Nagda to Muttra, being 
divided between the Governmeut and the Durbar in proportion to tbe capital 
invested, but that tbe contributiou would not entitle the Durbar to any share 
in tbe management of the line. As regards (ii) he was informed that the 
Government of India did not consider it desirable to issue a ruling, as each case 
should, it was considered, be treated on its merits, taking all the circumstances 
into consideration ; but that the Government of India would, as far as possible, 
encourage the investment of tbe funds of Native States in railways constructed 
within the territorial limits of the latter whenever that could be done without 
prejudice to Imperial interests, giving Durbars tbe option of constructiug or 
bearing the cost of construction of such railways. 





The only Durbar that has taken advantage oE an option granted by the 
Government of India is that of Jaipur, who bave undertaken to contribute, 
by annual instalments of not less than 10 lakhs of rupees, the whole cost, 
(about S5 lakhs of rupees), of the section of the Nagda-Muttra railway 
traversing Jaipur territory. The first instalment of 10 lakhs has already been 
paid by the Durbar, 

15. Compensation for land required for railway purposes in Native 
States. — This question was reconsidered by the Government of India during 
1909-10 on the representation of certain Chiefs in Rajputana, and the conclu- 
sion come to was that, on grounds of equity and political expediency, it was 
in such cases necessary to adopt a more liherel policy than that laid down in 
the orders of 1890, which required Durbars to surrender land required for 
railway purposes free of cost. The Government of India have, therefore, with 
the approval of His Majesty’s Secretary of State for India, recently adopted 
the following principles to be observed in all oases in which land in Native 
State territory may in future be required for railway purposes : — 

(1) Durbars will receive eompensatiou for waste lands required for State 

railways proper and for State railways worked by Companies. In 
cases of Companies’ railways the terms of whose contracts 
provide for the free grant of land, such lands must be ceded free 
of charge as is done by the British Government ; 

(2) for all other land the Durbars will receive compensation to the 

extent of any outlay incurred hy them in its acquisition, e.g.t 
by payments to occupiers, etc.; 

(3) they will also receive compensation for extinguished land revenue, 

the amount being settled by negotiation in individual cases 
with due regard to the indirect advantages accruing to the 
Durbar from the railway ; 

(4) estimates of the compensation to be granted will he framed hy an 

ofidoer appointed by the Government of India or hy the Docal 
Government concerned, with whom will be associated a durbar and 
a railway official. The estimates will subsequently be approved 
by higher authority. 

16. Metre gauge policy for railways in Sontliern India* — In 1898 
the Government of Madras urged the conversion of the section of the Madras 
railway west of Podannr to the metre gauge and the adoption of that gauge for 
the further development of railway communication in Southern India. The 
Government of India, while neither disputing nor accepting the views of the 
Docal Government as to the expediency of the policy advocated, came to the 
conclusion that the time had not yet arrived for the conversion to be anything 
but an impediment to existing traffic, inasmuch as it would interpose a gratui- 
tous break of gauge where none existed, and that it was not worth while to 
sacrifice future freedom of action in the matter of the redistribution of the 
Madras railway system on the termination of the Company’s contract in 1907, 
merely in order to prevent the extension of the Madras railway to Baliapatam 
on the gauge (6’ 6"') of the parent line. 

In 1906 the Government of Madras asked for the approval of the Gov- 
ernment of India to the proposal that all railway extensions south of the 
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soutli-west bmuoli of the Madras railway should he constructed on the metre 
gauge, and requested that they might he authorised to communicate the 
decision to the Agents of Railway Companies and to such of the public inter- 
ested in railway enterprise as, in their opinion, were entitled to possess it. 

Tn reply the Local Government were told that, as the Government of 
India had not yet decided on the subject of the standard (6' 6") gauge extension 
to Southern India and also in view of the probable determination of the present 
contracts of both the Madras and the Southern Mahratta Railway Companies, 
the Railway Board were of opinion that the time had not yet arrived for them 
to advise the Government of India to come to a final decision on the point, and 
that it would be better not to make any definite pronouncement on the subject 
till the Secretary of State had entered into new contracts with respect to the 
two railways mentioned above. 

In connection with the proposed Indo-Ceylon connection scheme the Gov- 
ernment of Madras were, in 1907, informed that the Government of India had 
decided that a 6' 6" gauge line connecting Northern India with Ceylon was not 
necessary. The Local Government were also told that, in the opinion of the 
Railway Board, it would be expedient to keep the question of the gauge for 
future railway extensions in the south of India in suspense for the time being, 
in view of the fact that, even if a decision on this point was arrived at, it could 
not be acted upon for want of funds for the construction of new lines during 
1907-08. 

The question has not since been reopened by the Local Government. 
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PEOGEESS lU EAILWAY CONSTEtJOTION. 

17. Mileage of railways and capital expenditure-— The statements 
below exhibit the mileage of railways sanctioned, opened, and remaining to be 
constructed on the 31st July 1910, and the capital expenditure incurred during 
each Viceroyalty, commencing with that of the Marquis of Dalhousie. 


18. Mileage sanctioned- — At the close of 1906, the last year of the preced- 
ing Viceroyalty, the total sanctioned mileage was 31,376’76 : in the period 1st 
January 1908 to the 31st July 1910, 3,360'03* miles of additional railways 
were sanctioned, bringing the total, after allowing for abandonments and correc- 
tions, etc., of mileage indicated below, f up to 34,660*70 miles : — 


State lines worked hy Companies ••• «•» 

State lines worked by the State 

Companies* lines guaranteed under the old contracts ••• 
Companies’ lines guaranteed under modem contracts ••• 
District Boards* lines 

Bsanch Line Companies receivirg rebate from traffic 
interchanged with main lines 
Assisted Companies* lines — 

(а) subsidized by the Government of India e.. 

(б) subsidize? d by Local Governments ••• 

(c) subsidized by District Boards ... 

(d) receiving land only from Government 

Unassisted Companies’ lines ... 

Companies* lines pnaranteed by Native States ... 

Native State linos— 

(a) worked by Native States ••• ... ... 

(A) worked by Companies ... ... ... 

(tf) worked by State railway agency 
Foreign lines ••• 


5' &' 

3*3|'' 

gauge. 

gauge. 

Miles. 

Miles. 

746*21 

389*42 

622*99 

24*00 

••• 


••• 

2*50 

237*19 

33*91 

30*00 

56*82 

•a. 

*844*51 


277*90 


57*99 


**23*27 


2' & 2* 6*" 
gauges. 

Total. 

Miles. 

Miles. 

192*94 

94*66 

1,328*57 

611*65 

••• 

*”2-50 

... 

271*10 

... 

86*82 

'*95*87 

57*23 

48*68 

37*95 

**95*87 

401*74 

48*68 

37*95 

*85*99 

277*90 

143*98 

23*27 


Total 


1.669*66 


1,187 05 613*32 3,360 03 


^ Includes 1*19 miles sanctioned after the I8th November 1905, the date on which Lord Minto assumed office. 


+ Made up as follows : — 

Length sanctioned at end f31 st December 1906) of Lord Cnrzon’s Vioeroyalty 
Sanctioned during the Dari of Minto’s 'Viceroyalty ... ••• 


Milos. 

31,377 

3,dro 


Total ... 34,737 

Dedttcf— Miles. 

Extension of the Assam-Bengal railway from Noakhali to Shaheb Ghatta closed 4 
Jullundnr-Kapnrthala-Sultanpnr (Biitish and Native State sections) omitted ... 29 

Salem- Attur railway omitted ... ... ... ... ... 86 

Corrections of mileage ... ... ... ... ... 7 76 


34,661 


The following table shows the total length of railways sanctioned during 
the administration of the several Viceroys : — 


The Marquis of Dalhousie (12th January 1848 to 29th 
February 1856). 

The Earl of Canning (29th February 1866 to 12th March 
1862). 

The Earl of Elgin (12th March 1862 to 80th November 
1863). 

Lord Lawrence (12th January 1864 to 12th January 
1869). 

The Earl of Mayo (12th January 1869 to 8th February 
1872*. 

The Earl of Northbrook (8rd May 1872 to 12th April 1876) 

The Earl of Lytton (12th April 1876 to 8th June 1880) 

The Marquis of TJipon (8th June 1880 to 18th December 
1884). 

The Marqnis of DnfEeriu and Ava (13th December 1884 to 
lObh December 1888). 

The Marquis of Lansdowne (10th December 1888 to 27th 
January 1894). 

The Earl of Elgin (27th January 1894 to 6th January 
1899). 

Baron Ourzon of Kedleaton (6th January 1899 to 18th Nov- 
ember 1905). 

The Earl of Minto (18th November 1905 to Slst July 
1910). (In office.) 

Total 

l>0du€lh^ 

Abandonments andi corrections of mileage 

Net total sano^oned mileage 


5' 6'' 
gauge. 

3' Si" 
gauge. 

2’ & 2' 6" 
gauges. 

Total. 

Miles. 

1,7991 

Miles. 

Miles. 

HiloB. 

1.799i 

l,888i 

1661 

•e* 

2,0554 

3124 

... 

27| 

SiOi 

7924 


... 

810 

1,163 

542t 

20 

1,7254 

342t 

692t 

2,147t 

855i 

l,468t 

2,6444 

891 

128 

3, 1974 
2,2504 
4,9194 

749t 

3,030| 

604 

1,8804 

1,5691 

2,100 

1114 

3,7804 

23634 

2,1641 

465f 

5,484 

1,9614 

2,2564 

1,376| 

5,5934 

1,6591 

1,187 

6134 

3,360 

17,8434 

14,4224 

2,883 

36,147i ' 

... 


... 

486i 

... 

... 


34,661 
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19. Mileage opened- — At the end of 1906, the close of the preceding 
Viceroyalty, 28,287*70 miles of railways were opened for traffic : between the 
1st January 1906 and the Slst July 1910, 3,669*62 miles, as detailed below, 
were added thereto : — 


State linos worked by Companies •«« 

State lines worked by the State 

Companies* lines gnaranteed under tbe old contracts ••• 
Companies’ lines guaranteed under modem contracts •- 
District Boards’ lines 

Branch Line Companies receiTing rebate from traffic inter- 
changed with main lines 
Assisted Companies’ lines— 

(а) subsidized by the Government of India ••• 

(б ) subsidized by Local Governments 

(c) subsidized by District Boards ... ••• 

(d) receiving land only from Government 
Dnassisted Companies’ lines 

Leased lines ... ... ... ... 

Companies* lines guaranteed by Native States 
Native State lines— 

(a) worked by Native States ••• *«• ••• 

(ft) worked by Companies ... ... ♦ 

(c) worked by State railway agency 
Eoreignlines ... ••• ••• ••• ••• 

7otal 


5' &' 
gauge. 

3' 81" 
gauge. 

2' & 2' 6" 
gauges. 

Total. 

Miles. 

Miles. 

Miles. 

Miles. 

834*51 

438*12 

1*01 

487*43 

262*64 

291*43 

0*48 

1,613*37 

701-14 

1*01 


'’55*70 


'*65*70 

342*68 

2*53 

... 

845*21 


141*28 


141-28 


'&7*37 

"41*30 

156 20 

••• 

41-30 

428*57 

• •• 

‘“l*38 

333-57 

80*93 

44*73 

66*43 

178*30 

168*74 

... 

... 



1,617-70 

1,411-3S 

600-67 

3,659*62 


The total open mileage on the 31st July 1910, after taking into account 
minor corrections of mileage due to reohainage and realignment of lines, was 
thus brought up to 31,961*89 miles, the distribution of which and the relative 
rate of progress, under each class, are exhibited in the following tabular 
statement : — 



MlT.EA.OE OPEN OK 31st JiriiY 1910. 



Increase or 
decrease 






Fotal mileage 

open at end 

“ 






5' 6" 

S'Sf" 

2' & 2’ 6" 

Total. 

of 

1905.* 

(+ or-“). 


gauge. 

gauge. 

gauges. 



Miles. 

Miles. 

Miles. 

Miles. 

Miles. 

Miles. 

S*fcate lines worked by Com- 

9,044*64 

8,081*27 

601*99 

17,727*80 

14,666*10 

+ 3,062-70 

panies. 

State lines worked by the 

5,394*10 

1.027-24 

254*78 

6,676*12 

5,916*89 

+759*23 

State. 

Companies* lines guaranteed 

•«. 




1,408*36 

,408*36 

under the old contracts. 
Companies* lines guaranteed 

32*04 

• •• 


32*04 

82-04 

... 

under modern contracts. 
District Boards’ lines ^ ... 

Branch Line Companies re- 

996*37 

165*16 

142*79 


156*16 

1,13916 

99*46 

910*41 

+56*70 
-1- 228-75 

ceiving rebate from traffic 
interchanged with main 







lines. 







Assisted Companies* lines — 
(a) subsidized by the 

162-36 

202-06 

... 

364*42 

216*28 

+ 148*14 

Government of India 
(b) subsidized by Local 

... 

77*50 

51-00 

128*60 

128*50 


Governments. 

(c) subsidized by Dist- 

• •• 

36*40 

162-84 

199*24 

158*00 

+ 41*24 

rict Boards. 

(d) receiving land only 

22*21 

1,289*66 

228-24 

1,535*11 

1,171*77 

+ 363*34 

from Government. 







Dnassisted Companies’ lines 

.«* 

6*50 

1 83-27 

38*77 

79*19 

41-77 

--300 
+ 79*19 

Leased lines ... ••• 

Companies* lines guaranteed 

79*19 

... 

• •• 


... 

•4. 1 


• •• 



by Native States. 







Native State lines — 

(a) worked by Native 

... 

1,447-80 

75*29 

1,532*59 

1,333*49 

+ 189*10 

States. 

(b) worked by Compa- 

711*29 

905-38 

438*84 

2,065-61 

1,896*74 

+ 158*77 

nies. 

(c) worked by State 

201*08 


33*60 

284-68 

235*29 

—0*61 

railway agency. 







Foreign lines ... ••• 

Total 

... 

73*60 


73-60 

73*60 

... 

16,643-18 

18,443-86 

1,874*85 

3X,961*89 

28,287*70 

+3,674*19 


* These figures were the same on 


the IStli NoT«mlJer 1905, the date on wMoh lord Minto asBumed ofiBoe. 
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20. The most noticeable feature in the preceding statement is the large 
reduction of mileage under the class “ Companies ’* lines guaranteed under the old 
contracts a reduction which is counterbalanced by a corresponding addition 
to the class " State lines worked by Companies.” This is due to the purchase by 
GoTernment of the last of the Companies’ lines guaranteed under the old 
contracts ”, viis , those of the Bombay, Baroda and Central India and the 
Madras Railway Companies, 604 and 906 miles long, respectively, and to their 
working having been entrusted— the former, from 1st January 1906, to the 
reconstituted company of the same name, and the latter, from 1st January 3 908, 
partly to the newly constituted Madras and Southern Mahratta Railway 
Company and partly to the existing South Indian Railway Company, as Agents 
of the State. 

Of the ** Branch lines receiving rebate from trafldc interchanged with main 
lines”, the South Behar railway (79 jniles) has now come under the category of 
Leased lines ” by reason of the Company having agreed to an arrangement by 
which it receives, in lieu of net receipts originally provided for in the contract, 
a fixed rental of £30,000 per annum, while the Noakhali (Bengal) railway 
(86 miles) now appears under the class “ State lines worked by companies ” in 
consequence of its purchase by the State and continued working by the Assam* 
Bengal Railway Company ; whereas the Kalka-Simla railway (69 miles), which 
was before classed under ** Assisted Companies’ lines receiving land only from 
Government,” has, since its acquisition by the State and working as part of the 
North Western State railway, become a ** State line worked by the State”. 

The continued unsatisfactory relative rate of progress in the construction of 
lines by Branch and Assisted Companies, disclosed in the same statement, may 
be attributed to the unsettled conditions which, until recently, prevailed as to 
the terms to be given to the promoters of this class of railway enterprise. The 
generous concessions made in the revised terms and conditions on which the 
Government of India are prepared to consider offers for the construction of 
such lines by the agency of private companies, referred to in paragraph 7, are, 
however, as therein stated, of a nature calculated to attract indigenous enterprise 
in the development of the country and to command the approval of the 
commercial community generally ; these, in conjunction with the remarkable 
record of progressive ffnancial success obtained during the past decade in the 
working of Indian railways will, it is hoped, remove the apprehensions that 
were felt as to the dangers and risks of embarking in such projects and 
induce private capitalists to enter the field of railway promotion. 

21. The 3,674i miles of railways shown in the above statement as com- 
pleted during the Viceroyalty of the Earl of Minto included the following 
principal lines and extensions : — 

provides iiliB shortest through hrosid gsiug^e route 
between the port of Bombay and the United Provinces of Agra and Oudh and 
the Punjab j 

Burma Railways extensions from Pegu to Moulmein, with a branch from Henzada to 

Kyangia ; 

Baran-Kotah railway, which affords a direct short route between Bina and Kotab ; 

Dhone (Dronachellam)-Kumool railway, which was constructed as an extension of the 
Madras and Southern Mahratta (S' Sf" gauge) railway j 
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Azliikal-Mangalore railway^ which conneets the important town of Mangalore with 
the railway system of India and opens out a rich part of the Madras Presidency 
which was much in need of railway communication; 

Bengal-Nagpur railway 2' 6'^ gauge extensions from Purulia to Rauchi and from 
Gondiato Nagpur, the latter affording direct connection between Jubbulpore and 
Nagpur ; 

Katihar-Godagari and Gauhati extensions of the Eastern Bengal State railway# 
the former being a shorter connection of that system with the Bengal and North- 
Western railway system north of the Ganges and the latter a through route 
between Northern Bengal and Assam ; 

the last link, between Dhanbaid and Manpur, of the East Indian railway Grand 
Chord, giving through communication by a third route between Calcutta and 
Moghal Sarai ; and the 

Southern section of the Jech Doab line, which passes through the country irrigated 
by the recently constructed Jhelum canal. 

Among the larger branches and extensions of existing open lines completed 
and opened were the— 

Ondal-Sainthia Chord and the Khurja-Hapur branch of the East Indian railway | 

Warora-Balbarshah extension of the Great Indian Peninsula railway ; 

Lahore- Sangla and Lodhran-Khanewal sections, and the Chichoki-Jaranwala portion 
of the Shorkot Road-Chichoki section, of the North Western State railway ; 

Phaphamau-Zafarabad, Balamaa-Sitapur and Rosa-Sitapur extensions of the Oudh 
and Rohilkhand State railway ; 

Bareilly-Soron, Lalkua-Kashipur and Moradabad-Ramnagar extensions of the 
Rohilkund and Kumaon railway ; 

Mansi- Bhaptiahi, Bettiah-Bhikna Thoree and Bairagnia-Bagaha extensions of the 
Tirhoot State railway ; 

South Indian Railway Company's metre gauge line from Pamban beach to 
Ehanushkodi, in connection with the Indo- Ceylon connection project ; 

Nilgiri mountain railway from Coonoor to Ootacamund ; and the 

Morappur-Dharmapuri famine feeder line, which was also brought to completion. 

Among the ** Assisted Companies* lines’^ completed and opened were the— 

Shahdara (Delhi) -Saharanpur ; 

Amritsar-Kasur ; 

MacLeod Ganj-Eerozepore section of the Southern Punjab railway Ludhiana 
extension j 

Sutlej Valley j 

Mirpur Khas-Jhudo line ; and the 

Barhni-Tulsipur, Gorakhpur-Chhitauni Ghat, Benares-Jhusi and Chupra-Mashrak 
extensions of the Bengal and North- W estern railway* 

XJxider the District Boax’ds* lines 

a railway from Bezwada to Masulipatam was constructed by the District Board of 
Eistna. 

Among "Native State lines ** completed the most important are the — 

Degana-Churu extension of the Jodhpur-Bikaner railway ; 

Nawai-Siwai Madhopur section of the Jaipur railway ; 

Sabalgarh-Sheopur Kalan section of the Gwalior Light railways j and the 

Dholpur-Bari and Cutch railways. 

22. Mileage of railways opened and capital expenditure incurred 
during each. Viceroyalty. — The statement below exhibits the mileage of 
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railways opened and the capital expenditure incurred on linos open and tmder 
construction during each "Vioeroyalty, beginning with that of the Marquis of 
Dalhousie — 



Boriod. 

Milbagb ofenud 

Total oafital outlay 


During 

Vioeroyalty. 

To end of 
Viceroyalty. 

During 

Vioeroyalty. 

To end of 
Vioeroyalty. 

... 

The aiarqms of Dalbonsio 

The Bari of Canning 

The Bari of Elgin 

liOrd Iiawrenco ... ... 

The Farl of Mayo ... ... 

The Earl of Northbrook .. 

The Earl of Lytton 

The Marquis of Bipon ... 

The Marquis of Dufferin & Ava 

The Marquis of Lansdowne ««. 

The Earl of Elgin ... 

Baron Curzon of Kedloston 

The Earl of Minto 

“Years 

1853 55 
1866-61 
1862-63 
1864-68 
1869-71 

1872 75 
1876-80 
1881-84 
1885 88 
1880-93 
1894-P8 
1899-05 
1906-10 

Milos. 

189 
1,418 
920 
1.501 
1,066 
1,467 
2.621 
2,469 
2,945 
8,928 
3.536 
6,248 
(a) 3,674 

Miles. 

169 
1,587 
2,507 
4,008 
5,074 
6,541 
9,162 
11,681 
14,676 
18,504 
22,040 
28,288 
(a) 31,962 

Bs. 

5,60.00.000 

28.50.00. 000 

19.00. 00.000 

31.00 00,000 

6 00,70.000 

10.95.58.000 

40.22.99.000 

24.68.68.000 

43.19.55.000 
40,42 16,000 

47.26.74.000 

73.79.93.000 
(b> 65,06,18,000 

Bs. 

5,50,00,000 

34.00. 00.000 

53.00. 00.000 

34.00. 00 000 

90.00. 70.000 
1,00,96,28,000 

1.41.19.27.000 

1.65.87.95.000 

2.09.07.50.000 
2,49,4^»,66,000 

2.96.76.40.000 

8.70.56.33.000 
(b) 4,35,62,51,000 


(a) These figTires are up to Slst July 1910 only, 
(3) Those fi^fures are up to the end of 1909 only. 


93. Mileage under construction. — On the 31st July 1910 there remain- 
ed to he constructed a length of 2,699*40 miles as under 


6 ' 6 " 
gaxig’e. 


8 ' 33 " 
gauge. 


2'<fc2'6" 

gauges. 


Total. 


State lines worked by Companies ... ... 

State lines worked by the State 

Companies* lines guaranteed under the old contracts ... 
Companies* lines guaranteed under modern contracts ... 
district Boards* lines 

Branch Xiine Companies receiving rebate from trajSBc inter- 
changed with main lines ... *, 

Assisted Companies’ lines-— 

(a) subsidized by the Government of India ... 

(b) subsidized by liocal Governments ... ... 

(c) subsidized by District Boards ... 

(d ) receiving land only from Government 

TTnassiated Companies’ lines ... ... ... 

Ticased lines ... ... .»« ... ... 

Companies’ lines guaranteed by Native States ... 

Native State lines — 

(a) worked by Native States ... 

(b) worked by Companies 

(c) worked by State railway agency 
Foreign lines ••• 

Total ... 


Miles. 

Miles. 

Miles . 

Milos. 

773*63 

364-77 

271*57 

1,409 97 

296-06 

24*00 

94*21 

414-27 






33*91 


33*93 

80*00 

56*82 


86*82 

... 

8-52 


8*52 

••• 


’64-25 

64*25 

... 

185*83 

106-73 

292-56 


... 

47-51 

47*61 

«•* 

• ft* 



... 


37-95 

87-95 

••• 

144*12 


144-12 

... 

60*26 

85*99 

136*25 

23*27 


... 

23*27 

••• 


... 

... 

3,122*98 

868*23 

708-21 

2,699*40 


24- Growth of the railway revenue and provision of increased 
funds for railway expenditure* — ^The policy of Lord Curzou’s Government as 
to the allotment of a relatively large proportion of the annual budget grant to opeu 
line works including rolling-stock, to provide for and foster the ever increasing 
trafS-c and demands of the trade, has continued to he pursued with satisfactory 
results, as exhibited in the following figures which show that, after meeting, in 
addition to the expenses for working, interest charges on capital outlay by the 
State and on capital raised by Companies, annuity payments connected with the 
purchase of railways by the Government and that portion of annuity which 
represents redemption of capital charged against revenue, there has, with one 
exception, been an uninterrupted and appreciable gain to the State : 


1905 

1906 

1907 

1908 

1909 


Gain or loss to the State. 
Bs, 

■+ 2,63,84,834. 

... + 2,47,63,701 

... + 3,82,79,206 

... — 2,83,63,933 

... + 17,16,809 


Total gain to the State in the period 1906—1909 ... 6,77,67,604 

During the five years 1905-1909 the net average gain to the State from 
the working of State railways amounted to Bs. 136-64 lakhs per com- 

pared with an average of Es. lOS-28 lakhs during the preceding quinquennial 
penod 1900^904, when the railways in India, from the commencement of 

operataons, began to show a succession of substantial surpluses of revenue over 

ex]^nditure Omitting the figures relating to the year 1906 as properlv 
pertaining to Lord Ourzon’s term of office, the results for the quadrennial 
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periods 1906-1909 and 1901-1901 compare as 103*16 to 133*17. The gain during 
the last quadrennium would have been considerably augmented, but for the 
untoward conditions for which the year 1908 was conspicuous and which result- 
ed in a net loss of over Rs. 233| lakhs. 

The total gain, amounting to Rs. 8,05,23,605, which accrued to the State 
in the last six years (1900-1905) of Xiord Ourzon’s Viceroyalty was, as shown 
above, followed by a like profit of Rs. 6,30,30,907 in the first two of the suc- 
ceeding years (1906 and 1907) during Lord Minto’s Viceroyalty. Thus for eight 
consecutive years the financial result to the Government marched steadily forward 
until, for the year 1607, the record figure of Rs. 3,82,79,206 — the highest in the 
eight years under notice — was attained. 

The deficit in the year 1908 was due to the abnormal depression of trade 
throughout the country, accentuated by the prevalence of famine combined 
with expenditure of an obligatory nature to meet the growing demands of 
traffic and special and extraordinary charges under the heads of betterment and 
improvement generally in the working of Indian railways, on the repair 
of extensive flood damages, the high price of coal and the yearly increas- 
ing cost of labour. The net profit of Rs. 17,16,809 in 1909, however, 
indicates a reaction towards the more favourable conditions that previously 
existed, and, as soon as the improvements inseparable from the needs of the 
present situation are effected and the working expenses steadied, it may con- 
fidently be expected that, other circumstances being normal, the financial results 
in the future will compare favourably with those of the past. 

In the Summary of Lord Ourzon’s Viceroyalty it was stated that the 
improvement in railway earnings and the increasing prosperity of the country 
led to a steady increise in the funds provided for capital expenditure, until, in 
1905-06, they I’eaohed 12^^ crores, the highest allotment that bad then heen 
made in any one year. In the Viceroyalty of the Earl of Minto the increase in 
capital funds has been still greater, for in the financial year 1910-11 the amount 
allotted was 16*30 crores, — the! 8*75 crores recommended by the Committee on 
Indian Railway Einance and Administration not having been worked to 
OAving to financial considerations. The total grants for capital expenditure 
during the present Viceroyalty amounted to 76*30 crores, or an average of 
15*26 crores per annum — figures considerably in excess of any allotments 
hitherto made. In addition to the sums so spent on railways in India, several 
railway projects were undertaken by Companies without State assistance and 
by Native Statesi, the expenditure on which is excluded from the Government 
Programme. Of the total grants to capital during 1906-07 to 1910-11, 66*31 
crores were allotted to improvements of open lines and for rolling-stock, while 
17*89 crores were allotted to the completion of lines already under construction 
and 2*10 crores to the construction of new lines. The greatest mileage added in 
any previous Viceroyalty was 6,248 miles, or an average of 892 miles a year, in 
the Viceroyalty of Lord Ourzon, the next in order being that of the Afarquis of 
Lansdowne with 3,928 and 786 miles, respectively, as against 3,674 and 735 
miles, respectively, during the Viceroyalty of the Earl of Alinto. The diminu- 
tion in the additions to open mileage during the Viceroyalty of the Earl of 
Minto has, however, been compensated for by the results produced by the 
increased provision for the needs of open lines as a first charge upon the money 
available for railway purposes : the division of the allotments from budget 
provisions during Lord Ourzon’s term of office having amounted to 34*48 crores 
(or 46*60 per cent) for improvement of existing lines and for rolling-stock, 
34*48 crores (or 46*60 per cent) for the completion of lines already under con- 
struction and 5*03 crores (or 6*80 per cent) for the construction of new lines, 
compared with crores 66*31 (or 73*80 per cent), 17-89 (or 23*46 per cent) and 
2*10 (or 2*75 per cent), respectively, during Lord Minto’s Viceroyalty. 
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PRINCIPAL RESULTS OP RAILWAY WORKIUG- 


25- Statistical results- — The statement below shows the main statistical 
results of all Indian railways treated as one system daring the years 1905 to 
1909, and compares those of 1905, the last year of the preceding Viceroyalty, 
with those of 1909, the fourth year of Lord Minto’s term of office and the latest 
for which complete figures are available : — 




1905. 

1906. 

1907. 

1908. 

1909. 

Increase or 
decrease 
in 1909 o\er 
1905 (+or — ) 

Percent 

Miles open at iLe end of the calendar year 

Miles 

28,288 

29,089 

29,957 

30,576 

(b) 31,962 

+3,674 

1299 

Mean mileage worked daring the year ... 

>» 

27,996 

28,807 

29,568 

30,617 

31,436 

+ 3,440 

12-29 

Capital outlay on op^n lines at close of 
the year (in thousands) 

Bs. 

(a) 

3,58,51,80 

3,71,27,05 

3,91,86,93 

4,11,91,71 

4,29,83,20 

+ 71,31,40 

19-89 

ITumher of passengers carried (in thou- 
sands) 

No. 

248,157 

271,063 

305,865 

321,169 

329,380 

+81,223 

32-73 

Tonnage of goods carried (in thousands) ... 

Tons 

54,936 

58,869 

62,099 

62,398 

60,902 

+ 5,966 

10-86 

Passenger upit-mileage (in thousands) 

tJnit-miles 

9,900,481 

10,688,095 

11,840,649 

12,102,929 

12,364,579 

+ 2,464,098 

24 89 

Ton-mileage of goods (in thousands) 

Ton miles 

9,040,760 

9,770,574 

10,840,885 

9,925,830 

9,340,441 

+299,681 

3-31 

Train-mileage (in thousands) 

Train-miles 

107,046 

114,489 

124,786 

127,881 

128,260 

+ 21,214 

19-82 

Gross earnings (m thousands) ... 

Bs. 

(a) 41,69,92 

44,13,58 

47,30,51 

44,82,69 

47,06,38 

+ 5,86,46 

12-86 

Working expenses (iu thousands) «•. 

3) 

(a) 19,95,33 

22,02,21 

24,32,32 

27,00,25 

26,38,48 

+ 643,15 

33*22 

Net earnings (iu thousands) ... ... 

91 

21,74,59 

22,11,37 

22,98,18 

17,82,44 

20,67,90 

—1,06,69 


Percentage of net earnings on capital 
outlay ... ... 

Per cent 

(a) 6-07 

6*96 

5*86 

4*33 

4*81 

—1*26 


Gross earnings per mile per week •«« 

Bs. 

281 

292 

804 

282 

287 

+3 

1*06 

Percentage of working expenses on gross 
earnings 

Per cent. 

(a) 47-85 

49*89 

51-42 

60-24 

56 06 

+8-21 



(b) Ihese figures are up to the 31st July 1910. 

The chief features in this statement are the comparatively high percentage 
of increase, as between the years 1906 and 1909, in the capital outlay on open 
fines, contrasted with those of the tonnage of goods carried and gross earnings 
and the relatively abnormal inflation of working expenses. The first of these is 
attrihutahle to the pressing needs of open lines generally, notably in the large 
additions and improvements to rolling-stock and corresponding additions and 
betterments in open line works required to facilitate the effective handling of 
additional stock, which in 1909 absorbed as much as 86'91 per cent of the total 
capital outlay. The disproportion in the expansion of the tonnage of goods 
moved and in the gross earnings were due to the decrease in the traffic in coal 
arising from the general depression in trade and the consequent diminution in 
the earnings derived therefrom, together with the fact that traffic generally could 
not he expected to recover fully from the severe check it had sustained from the 
calamitous conditions that prevailed in the year 1908. The causes which chiefly 
led to the proportionately high percentage of increase in the expenses of workincl 
which are enumerated in the preceding paragraph maybe amplified by the 
observation that railway revenue expenditure consisted of charges ahsolutelv 
necessary to meet existing traffic ; to provide for its expansion and consequent 
advancement in all departments to keep in line with the times ; for expenditure 
ne^ssitated by casualties such as serious breaches in the permanent-wav and 
ote damages ^nsed by floods ; for the renewal of the track and the strengthen^ 
trai? bridges to suit the increasing weight of engines and loads of 

^us; the doubling of sections of lines, the remodelling of station yards and 

demands of the pebUe and the trade. The greater portion of these eharges will 
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be pi'oductiTe of increased revenue, if not at once at any I'ate in tlie near 
future; but otkers and by no means a negligible portion, although not bi'ing- 
ing in a return, have been forced upon Railway Administrations by the public 
demand for better services and conveniences than were afforded in the past. 

26 . The statistical return of net earnings on the capital outlay on open 
lines and lines partly open of tho different classes of railn ays for the past five 
years is given below : 



BiETtraU PER CENT ON CAPiTAIi 

Total. 







6' 6" 

S' 

2' 6" 

2' 0'^ 



gauge. 

gauge. 

gauge. 

gauge. 


r 1905 

6 40 

5 34 

0 15 

0 27 

6 06 

1 19a6 

6 35 

5 05 

1 12 

1*43 

5*94 

Owned by the State ... 1907 

6-23 

4*96 

1*26 

0 06 

5 8*3 

1 1908 

417 

4*43 

1*04 

1 

4-18 

L 1909 

4 97 

4 34 

0 68 

1*18 

4 75 

r 1905 

6-35 




6 35 

Owned by Companies guaranteed under the old con-< 1906 

4 40 

... 

«•* 


4 40 

tracts. C 1907 

3 67 

••a 

• •• 

... 

3*67 

r 1905 

5 37 

• •• 

• •• 


5*37 

1 1906 

5 71 

*T. 

... 


5*71 

Owned by Companies guaranteed under modern oon--^ 1907 

6 60 


• •• 

• * • 

6 60 

tracts. i 1908 

6-39 

... 

... 

... 

6 39 

L 1909 

621 

... 

... 

... 

6 21 

f 1905 

•*. 

5 61 



6*61 

1 1906 


4*85 

ere 


4 85 

Owned by District Boards ... 1907 

... 

5 98 

... 

W 

5 98 

J 1908 

... 

6*27 

... 

act 

6*27 

L 1909 

... 

6 50 

... 

... 

6*50 

r 1905 

5 53 

4-62 



6*42 

\ 1906 

5 (8 

6 01 

... 


5 99 

Owned by Branch Line Companies receiving rebate from*^ 1907 

7 64 

7 11 

... 


7 58 

traffic interchanged with mam lines. I 1908 

6 83 

S16 

... 

... 

6 97 

L 1909 

5 75 

7 96 

... 

... 

5 98 

r 1905 



... 



j 1906 

3 76 

... 


«•« 

3*76 

Xeased lines ••• ••• ••• •• 1907 

3 76 

••a 

... 

... 

3 76 

1 1908 

3 76 


... 

... 

3*76 

L 1909 

3 76 

**• 

... 

... 

3*76 

r 1905 

6*72 

6 SO 

... 


1 6*66 

1 1906 

6 63 

1 54 

... 

tir 1 

4 46 

Owned by Companies subsidized by the Government of 1907 

7 57 

4-13 I 


see 

6 16 

India. 1 1908 

6 95 

4 05 


•«« 

5 60 

L 1909 

7 43 

4 62 

... 

••• 

6*14 

f 1905 


4*95 

... 

10*91 

6*74 

1 1906 


4 63 

... 

10 76 

6 46 

Owned bv Companies subsidized by Local Governments 1907 


4 34 

... 

11*43 

643 

1 1908 

•«« 

4 94 

... 

11 24 

6 79 

t 1009 

... 

5 25 

... 

11*66 

7 11 

r 1905 


9*15 

5*59 

9 70 

8 23 

1 1906 

• «« 

10 86 

7 18 

8 93 

9 11 

Owned by Companies subsidized by District Boards 1907 

1 1908 


11 09 

12 03 

6 76 
5*11 

9 97 
8 27 

9 33 

8*61 

L 1909 


12 48 

4 87 

8 80 

860 

f 1905 

8*63 

5 51 

2 71 

... 

4 91 

j 1906 

8 84 

5'46 

3 09 

... 

5*40 

Owned by Companies lecoiving land only from thci 1907 

8 80 

6 26 

3*22 

... 

5 94 

Government oi Inoia. { 1908 

8 08 

5 55 

8 51 

0*80 

5*34 

L 1909 

8*99 

5 26 

6 21 

2 48 

5*39 

f 1905 


1*62 

2 07 


1*79 

1 1906 


1’49 

3*05 


2*10 

Owned by Unassisted Companies ... •». 1907 

««• 

• *« 

1-34 

180 

3*16 
2 79 

«« • 

2*06 

2*19 

L 1909 

... 

2 06 

3 43 

♦ •a 

2 60 

r 1905 

5 68 

4*99 

4 95 

0 96 

3*47 

1 1906 

5'72 

5-19 

4 34 

1*94 

5 28 

Owned by Native States *•« 

1 1908 

6 58 
5 81 

6 04 
5-18 

5 69 
4 98 

1 84 

2 13 

6*13 

6 37 

1, 1909 

5 35 

4*88 

6*24 

125 

6 01 

r 1905 


1*41 

... 

... 

141 

_ i 1906 


1*28 


... 

1 28 

Owned by Foreign States •« —*1 1|07 

... 

195 

2*41 

... 

... 

1*95 

2 41 

1 1909 


2 33 

... 

... 

2 33 


The capital outlay on which the calculations have been based is the sum 
actually expended on the construction of the several railways and onlines partly 
open, no account having been taken ol premia in the purchase of railways^ by 
the State and of other special items of capital expenditure. The net earnings 
have been arrived at by the deduction from gross earnings of the expenses 
incurred in the maintenance and working of the lines- ; no deductions have been 
made of interest on capital outlay and other charges met from the revenue 
derived by railways. 
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27* Pinancial results to the State.— The restdts of working the railways 
shown in the subjoined table^ which also oompai'cs the figui^es ioi* 1005, iho last 
Viceroyalty and the latest for which complete information is obtainable, [It is to 
the real surplus derived from the railways open to traflic, as the interest 
lines were being constructed by private enteiprise, would be charged to the 


l^r THOUSANDS 



1905. 

1906. 


St ito 
railways. 

Guaran- 

teed 

railways. 

Total. 

Staio 

railways. 

Guaran- 

toed 

railways. 

Total. 

Bbvsnub. 







Gross traffic earnings'- 







State railways ••• 


.. 

84,40,08 

88,21,19 


38,24,19 

Gnaranteed railways ... •*. 


3,32,99 

3,32,99 


(5)1,63,32 

1,63,32 

Bepayment of adyanoes of interest— 







Subsidized railways ... ••• 

6,42 

... 

6,42 

8,69 

... 

8,89 

Total Bevenno 

34,46,50 

3,32^90 

37,79,49 


1,63,32 

39,96,40 

Expenditobb. 







Working expenses— 







State railways *.» ••• 

16,68,14 

... 

16,68.14 

18,90,38 

... 

18,90,38 

Guaranteed railways «•« ... 

... 

1,65,40 

1,65,40 

• «» 

(^) 1,04,85 

3,04,85 

Share of surplus profits paid to Companies— 







Guaranteed railways ... 

... 

26,03 

26,03 

**• 

(^)9.05 

9.0S 

State railways ... ••• 

49,07 


49,07 

65,72 

... 

55,72 

Xiand and superyision charges — 







Guaranteed railways ... ... •*. 


6,86 

5,86 

... 


^ 4,02 

Band and subsidy charges ... m. 

4,52 


4,52 

5,83 

... 

5,8) 

Miscellaneous railway expenditure ... 

— 2,4S 

• «* 

—2,43 

7,30 

... 

7,30 

Total Expenditure ... 

17,19,30 

1,97.20 

19,16,59 

19,59,23 

1,09,88 

.20,69,11 

NetBeyonue 

17 27,20 


18,62,90 

18,73,85 

5\41 

1 19,27,29 

Betarn on capital (a) per cent ... 

4*63 


4*57 

4*57 

2-71 

4*60 

Obdinaut itttbrest chabgbs. 







Interest on capital outlay— 







State railways ... ... ... 

6,46,10 


5,46,10 



6,08,63 

Interest on debt for purchase of railways 

3,71,45 


1.71,46 

2,19,71 

•*« 

2,19,71 

Interest on adyanoes of capital to Companies... 

78,88 


73,38 

75,34 


76,34 

Interest on capital lalsed by Companies ... 

1,95,37 

*s* 

1,95,37 

2,0^47 

•a* 

2,06,47 

Portion of annuities in purchase of railways 
representing interest on capital 

3,58,61 


8,53,61 

8,50,88 


3,50,88 

Interest on capital of Guaranteed Companies .. 

... 

1,60,86 

1,60,86 

... 

(c)l,17,08 

1,17,08 

Total interest 

18,39 91 

1,60,86 


K^ySSi 

1,17,08 

35,78,11 

Surplus of net revenue over interest 

3,87,29 

— 25,Id 

3,62,18 

4,12,82 

—63,64 

3,49,18 

Beturn on capital (a) per cent 

1*04 

... 

... 

1*01 

... 


Portion of annuity payments representing redemp- 
tion of capital also charged against revenue 

98,28 

... 

98,28 

1,01,66 

... 

1,01,66 

Actual net gain 4 ox loss — 


—25,16 

+ 2,63,85 

+3,11,16 

-- 63,84 

+ 2,47,52 

Beturn on capital (a) per cent. 

0-78 

... 

... 

0*76 


... 


(a) See paragrapli 2S below. 

{h) tnanaes ibe fono^ng Bums adiusted in oonneoftion with the Bombay, Baroda and eent«i.1 
beoame a State Im© with effect from let January 3906 r — ^ aroaa ana \^en'cral anaia railway, whiob. 

GroBB.fe»ffio eamiagB 13,5.525 Snrplua profite > 7 ^^ida 

Working expenses 16,71,816 ^ p-cwinis 7,80,248 


bTet receipts 


—2,42,291 


(e> Inoludes interest on the Bombay, Baroda and Central India railway capital amounting to ^244,790«Bs. 86,71,860, 
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in whieli the State has incurred financial responsibility, during the years 1905 to 1909, are 
year of the preceding Vioeroyalty, with those of 1909, the fourth year o£ tbe present 
be noted, that the figures of surplus of net reyenue over interest shewn therein understate 
charges include the interest on the capital of lines under construction, which, if these 
capital account.] 


1907. 

State 

railways. 

Guaran- 

teed 

railways. 

Total. 

40,6347 


40,68,47 

••• 

1,56,96 

1,56,96 

8,27 


8,27 

40,76,74 

1,56,96 

42,33,70 


state 

railways. 



21,57,43 


19,19,31 


4-53 



20,81,84 
1,04,22 1,04,22 

1,29 1,29 

61,08 



State 

railways. 


40,01,39 42,19,58 

10,40 8,71 


40,11,79 42,28,29 


24,60,80 24,17,79 

11 


25,36,85 


14,75,44 


3*18 



15,99,87 


1,45,67 


0-81 


1,20,07 1.26,69 


Guaran- 

teed 

railways. 


Increase or 
decrease 
in 1909 

„ , , OTsr 1905 

Total. (+or-). 



15,99.87 


-1,72 I 1,43,85 


+99,10 6'60 


-2,1S,28 — 60-28 



+18,88 I — ^,72 I +17,16 1 —2,46,69 |— 93*50 


0*04 


(d) Inolnded in the figures against state railways, consequent upon the purchase hy the State oi the last of the Guaranteed 
Oompanies’ lincis. 
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The disparity between the percentage of increase, as between the years 
1905 and 1909, in the total revenue and total expenditure which, notwithstand- 
ino* the favourable ratio of the increase per cent of total interest, resulted in 
aiT appreciable net loss to the State is accounted for in paragraphs 24 and 
25. Tue drop in the percentage of increase of total interest charges was 
in the main due to the interest on capital expenditure from funds in respect of 
which no specific State debt was incurred having, with effect from the year 
1907, been ebai’ged at the average rate of interest paid on the mean debt of 
India, which is slightly lower than 3‘6 per cent, instead of the fixed rates of 4 
and per cent previously employed, and 6 per cent which was payable on 
nearly the whole of the share capital under the terms of the contracts of the 
old guaranteed railways, the last of which, those of the Bombay, Baroda and 
Central India and Madras railways, were terminated with effect from the 1st 
January 1906 and 1st January 1908, respectively. It is, however, satisfactory 
to note that the State was able to meet all the interest and annuity charges 
arising out of the late guaranteed railways and to show a surplus in the four 
years, 1906-1909, of more than a orore of rupees, in spite of the heavy working 
expenses and the fact that, in the year 1908, — which was £in exceptionally bad 
one owing to world-wide depression of trade combined with famine conditions 
and a poor harvest in India, from which, moreover, the country had not in the 
early part of 1909 sufficiently emerged — the surplus of the two preceding years, 
averaging orores, was converted into a loss of 2^ crores of rupees. 

28. Capital liability of the State- — As regards the capital liability in 
connection with railways owned by the State there are some complications in 
stating the amount, owing to the fact that, in the case of some of the lines 
taken over, the purchase price is being paid by means of annuities. In these 
cases it seems correct to deduct the amount redeemed by annuity payments up 
to date from the original commuted capital at which the lines wore taken 
over. On this basis the subjoined table shows the capital liability at the end 
of 1909 on account of all railways classed as State railways, the State outlay, 
as recorded in rupees in the accounts, being converted into sterling at the rate of 
B.S. 16=£1. The total capital at charge amounts to £316*39 million ; and on this 
the net revenue of the State railways for 1909, £11*62 million, gives a return 
of 8-68 per cent. If, on the other hand, the sum of £7*93 million on account 
of capital redeemed by annuities and charged off to revenue in the accounts of 
successive years be included, the total capital outlay amounts to £324'32 million, 
on which figure the net revenue of £11-62 million in 1909 gives a return 
of 3*68 per cent. 

Capital liability on account of railways classed as State railways at end of 

1909 . 

1. Shaxe capital of purchased railways being paid o£E by annuities 

& & 

Commuted value of stock purchased ... ... 97,829,817 


Decliiet— 

Commuted capital representing annuities which were 
purchased by creation of debt (liability included 
under item 3) 

New stock of the Great Indian Peninsula railway 
exchanged for portion of annmty (liability included 
under item 6) 

New Stock of the Madras and Southern Mahratta 
Railway Company issued in exchange for portion 
of annuity (liability included under item 5) 

Capital redeemed by annuity payments ... 


13,741,462 

1.760.000 

1.600.000 
7,927,662 


28,919,124 


Net outstanding ... 

2 State outlay ... ... ... *” 

8. Debt incurred for purchase of railways ... ... *** 

4. Capital advanced by Government to Companies ...’ 

6. Capital raised by Companies on the Secietary of State's guarantee 
(including overdrafts of capital) ... ... 


78,910,693 

118,418,820 

61,724,638 

14,744,922 

67,604,705 


Io'SJlU CAIIIAI, UABIIilTy 


316,893,178 
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PRINCIPAL MEASITRES AND EVENTS. 

29- Extension of the Indian Railways Act, 1890 (IX of 1890), to 
the Basirhat-Chingrigbata extension. — In exercise of tbe power conferred 
by section 146 of the Indian Railways Act, 1890 (IX of 1890), the whole of 
the said Act, except Section 136, was, in May 1909, extended to the Basirhat- 
Ohingrighata (Hosanabad) extension of the Baraset-Basirhat Bight railway. 

30. Adoption on the Dholpur-Bari railway of the Indian Railways 
Act, 1890 (IX of 1890), and the rules framed thereunder. — With effect 
from the 10th September 1906 the Dholpur-Bari railway, which is the property 
of the Dholpur State, was brought under the provisions of the Indian Railways 
Act, 1890 (IX of 1890), and worked under the general rules for open lines of 
railway framed under section 47 of that Act. 

31. Amendment of the Indian Tramways Act, 1886 (XI of 

1886) . — In connection with the proposal of the Patiala Durbar to extend 
the Sirhind-Bassi mono-railway to Morinda in British territory, the Gov- 
ernment of the Punjab raised the question whether a mono-rail line is a tram- 
way within the meaning of Act XI of 1886. The Government of India, after 
consulting the Advocate General, Bengal, decided that a mono-rail system 
should be treated as a tramway within the meaning of Act XI of 1886, and that 
the Act should be modified to make this clear. It was also considered necessary 
to amend the Act in order to bring electric tramways within its scope, as the 
Act, which was passed before the introduction of electric traction in India, 
was not applicable to such tramways. 

A draft Bill to amend the Act was accordingly prepared, and has, with 
the approval of the Secretary of State, been introduced into the Begislative 
Council of the Government of India. 

32. Revision of Risk Note forms B. and H.— These forms, which 
were approved hy the Governor General in Council under sections 72, (2), 
(6), of the Indian Railways Act, 1890 (IX of 1890), for use when a sender 
elects to despatch at a ** special reduced ” or “owner’s risk *’ rate, exempted all 
railway administrations over whose lines articles or animals were carried, as also 
their transport agents, from all responsibility for any loss, destruction or deteri- 
oration of, or damage to, such articles or animals, from cmy cause whatever, 
before, during, or after transit. In England, however, the exemption is usually 
restricted to losses, etc., arising otherwise than from proved wilful misconduct 
on the part of company’s servants, and the opinion held generally being that 
similar conditions should prevail in India, the question was placed before the 
Indian Railway Conference Association, who suggested a revision of the forms. 

These forms were redrafted by the Railway Board under legal advice and 
provide that, except for the loss of a complete consignment, or of one or more 
eomplefe packages forming part of a consignment, due to the wilful neglect of the 
Mailway Administration, or to thefts hy, or to the wilful neglect of, its servants, 
transport agents or carriers employed by them, the Railway Administration shall 
be held free from all responsibility for any loss, destruction, or deterioration of, 
or damage to, a consignment before, during, or after transit. The term “ wilful 
nerieot ” is defined not to include fire, robbery from a running train, or other 
unforeseen event or accident. The revised forms were finally accepted hy all 
the railways parties to the Indian Railway Conference Association, and their 
adoption, with effect from the 1st April 1907, was approved by the Gov- 
ernment of India in Eebruary 1907 . 
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33. Adaption of revised Risk Mote forms D. and Q-. on Indian rail- 

^Risk note forms D. and G. — tke former intended for dangerous, explo- 
sive or combustible articles despatched at a “ special reduced ” or owner’s 
risk ” rate, and the latter as an alternative to form D. in oases in which a sender 
elects to enter into a general agreement instead of executing a separate risk 
note for each consignment — were revised at the suggestion of the Indian Railway 
Conference Association so as to throw a greater measure of responability upon 
railways in regard to the loss of complete packages, and sanctioned for 
adoption on railways in March 1909. 

34;. Sale of arms and ammunition found among unclaimed pro* 
perty in the possession of a Railway Company. — Arms and ammunition 
found among unclaimed property in the possession of a Railway Company were, 
in the case of some lines, being sold by the Railway Administration under the 
power conferred hy section 66, (2), of the Indian Railways Act, 1S90 (IX of 
1890). As this power is subject to the provisions of any other enactment for 
the time being in force, including the Arms Act, it was held that the sale of 
arms and ammunition without a license constituted an infringement of the 
Arms Act, and Railway Administrations were therefore requested to send all 
articles of this nature to the nearest magistrate in future for sale, on the under- 
standing that the sale proceeds would be made over to tbe Railway Admiuis- 
tration. 

35- Rules relating to the packing and transport of compressed 
gases, explosives, and dangerous petroleums. — ^As difiloulties were, in April 
1905, brought to notice in connection with the transport on Indian railways, 
under the rules then existing, of Anhydrous Ammonia, the Railway Board 
directed that all the different compressed gases given in the English General 
Railway Classification of Goods should he included in a separate class in tbe 
classification of Dangerous Goods. The rules were revised in September 1907, 
when it was decided that those for tbe packing and carriage by rail of com- 
pressed gases which are in force in England should he adopted en bloG for India, 
subject, however, to such modifications as the different climatic conditions 
of this country might require; and that Compressed Hydrogen, Oxygen, 
Compressed Carbonic Acid Gas and Compressed Air might be permitted to be 
carried by passenger train. 

In October 1905 certain amendments were made in the rules regulating 
the transport of explosives by rail._ The amendments principally affected class 
6, Division 1 — Ammunition class — and the mode of packing explosives for 
conveyance by rail. About the same time revised rules were issued to regulate 
the packing and carriage by rail of Petrol or Motor Spirit hy both passenger and 
goods trains, and in May 1906 these rules were further amended and extended to 
all dangerous petroleums. In March 1906 the rule was re-introduced 
prohibiting the carriage otherwise than by rail of certain explosives across 
any railway bridge over which reasonable facilities for the conveyance thereof 
are afforded by Railway Administrations. 

36. Relaxation of Indian packing rules in favour of chemicals 
shipped for G-overnment Departments through the agency of the Stores 
Department, London. — It having been represented that the system of pack- 
ing employed hy the Stores Department of the India Office, London, was 
suitable for chemicals and free from danger, the Indian packing rules for the 
carriage of ehemicals by rail were, in 1907, relaxed in favour of chemicals 
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shipped for Government Departments in India through the agency of the Stores 
Department of the India 0£B.ce, provided they were packed in aocordanoo vrith 
the regulations of that Department. 

37. Attachment to Way Bills of Bailway Receipts for consign- 
ments of fresh fruit and other perishable articles. — A. question having 
arisen as to whether the transmission by Bailway Administrations of tine con- 
signor’s Railway Receipt attached to parcels of perishable articles constituted a 
breach of sections 4 and 6 of the Indian Post Office Act, 1898 (VI of 1898), the 
Government of India, in 1906, ruled that the practice of carrying Railway 
Receipts for such consignments attached to the "Way Bills relatiug thereto 
did not constitute an infringement of its rights under the Indian Post OfiSLce Act 
of 1898. 

38. Differeutiatiou between tramway and railway projects- — In 

May 1909 the Government of Bombay submitted for orders proposals from a 
Syndicate for the construction and working, under the Tramways Act, of a line 
from Nadiad to ICapadvanj and onto Meghraj, with a branch to Godhra, a total 
distance of about 123 miles. 

As the Tramways Act is not intended to be applied to such schemes, 
the Railway Board expressed the opinion that the proposal shoiald not be 
sanctioned for the following reasons 

(») that the application of the Tramways Act to lines of this character 
is an evasion of the conditions under which the Government of 
India and the Secretary of State preserve their predominant right 
to sanction and control the construction and working of the 
railways of India ; 

(ei) that the application of the Tramways Act to such schenies would 
mean the creation under the guise of “ tramways *’ of a number 
of railways, which would grow up in opposition to the railway 
system of India in which the Government of India are financially 
interested to an immense extent, and that this might cause consi- 
derable embarrassment in the future ; 

(iii) that for cheapness of construction the Tramways Act offers no 

advantages over the Railways Act, as it is possible to sanction the 
same standard of construction under both acts ; and 

(iv) that as regards celerity in dealing with an application, if no financial 

liability on Government is involved and no arrangement with a 
working company and no reference to the Secretary of State is 
required, the proposals can be dealt with under the Railways Act 
as quickly as it can under the Tramways Act. 

The Government of India agreeing with the Railway Board, the 
Government of Bombay were requested to ask the Promoters to submit proposals 
for the construction of the Nadiad-Kapadvanj line as a railway under the 
Railways Act. 
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In Bengal, also, seyeral schemes which should strictly speaking have been 
classified as railways were, in the past, promoted as tramways. Such lines 
having been constructed as tramways, the Tramway Companies at once asked 
for sanction to the application of the Railways Act to those lines for the 
purpose of acquiring such advantages as that Act gave them. The Government 
of Bengal has, therefore, also been told that, in future, all proposals for the 
construction of lines which are really railways should be dealt with as railways, 
not as tramways under the Tramways Act, the application of the latter being 
confined to the original purpose for which it was intended. 

39. Control over revenue expenditure. — ^With a view to securing a 
more effective control over the revenue expenditure of railways, the Railway 
Board in June and September 1909 issued orders — 

(1) requiring the careful monthly examination by Railway Administra.- 

tions of the progress of expenditure as compared with the budget 
grant and the submission to the Board of a monthly return show- 
ing the results of this comparison ; 

(2) directing that the Establishment Rolls and Working Estimates should 

be prepared for the financial year instead of for the calendar 
year, and in fuller detail, distinguishing ordinary charges from 
special charges and renewals ; and 

(3) restricting the power of Companies and of Managers of State railways 

to sanction reappropiiations of the provisions in the sanctioned 
Rolls between the several Abstracts and between the classes of 
expenditure under each Abstract. 

40. These orders were made the subject of an appeal to the Secretary of 
State by the Home Boards of Company-worked lines. The Companies alleged 
that the changes unduly encroached on the powers which they had hitherto 
enjoyed, and questioned the necessity for the centralization of control which 
they entailed. The representations of the Home Boards were referred by the 
Secretary of State to the Government of India for an expression of their views. 
In reply the Government of India explained that the object of the orders was 
to secure more effective financial control over the working expenses of railways 
with a view to avoiding a repetition of the financial embarrassments which occur- 
red at the close of the year 1908-1909 on account of a large increase in working 
expenses, for which no budget provision existed, following concurrently on a 
serious decline in gross earnings. It was shown that the instructions issued by 
the Railway Board had been effective in controlling the expenditure of the year 
1909-10, and that the orders generally were neither redundant nor defective, nor 
unnecessarily exacting in the curtailment of the power’s previously exercised by 
Railway Administrations. 

The Secretary of State has signified in a despatch to the Government of 
India his general approval of the action taken, and, subject to minor modi- 
fications, has accepted the measures introduced to secure more effective finan- 
cial^ control. ^ He has also acquainted the Boards of Directors of the Com- 
panies with his decision. There is no doubt that the orders and instructions 
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issued have had the desired effect and have produced beneficial results in mak- 
ing all iRailway Administrations keep a more careful watch on their revenue 
expenditure. 

41. Revised procedure for the preparation of construction and 
completion estimates. — The Secretary of State having expressed his dissatis- 
faction at the great delay that had been allowed to occur in the submission of 
revised estimates in regard to certain projects for which the original sanctioned 
estimates had been largely exceeded, and having also emphasised the need for a 
change of procedure which would make such laxity impossible in the future, the 
Railway Board took up the general question of procedure and considered the 
measures required for the prevention of the irregularities noticed. The reforms 
which the Railway Board proposed to introduce were reported to the Secretary 
of State in August 1908. The revised orders were promulgated by the Railway 
Board to all Railway Administrations in February 1909, and they have since 
been made applicable also to open line works. 

42. Measures for the safety of passengers in trains. — Owing to the 
frequency of outrages and thefts in running trains, the question of the measures 
to be adopted for .the protection of passengers was referred for consideration to 
the Indiaij. Railway Conference Association, who recommended the adoption of 
the following measures with special reference to mail trains ; — 

(i) provision of the means of communication between passengers, guards 
and drivers in coaching stock at the earliest possible date ; 

(H) removal of continuous foot-boards and horizontal hand-rails from 
1st and 2ad class stock, and the horizontal hand-rails from all 
other classes ; 

(iii) provision of bars to lavatory windows designed to prevent ingress ; 

(«») exhibition in aU. carriages fitted with the means of communication 
of the following notice, identical with that in use on English 
railways : — 

Alarm signal ; 

To stop train — pull chain ; 

Penalty for improper use, Rs. 50. 

(t?) the fitting to windows of 1st and 2nd class carriages of metallio 
shutters on the “ Lazy Tongs ” principle, or some other eflaoient 
arrangement to prevent ingress through them j 

(vi) the provision to all 1st and 2nd class carriages of door-holts cap- 

able of being operated by passengers and of being unlocked by a 
special key in possession of the train staff ; 

(vii) permission to ladies travelling alone at night to take into their 

compartment one servant holding a lower class ticket ; 
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(viii) during night running a train serrant, charged with the special 
duty of attending to the wants of passengers, to accompany the 
train. 


The Railway Board directed the Administrations of State-worked railways 
to adopt the measures recommended and to carry out the recommendations of 
the Conference at as early a date as possible. They also directed them to deal 
with all passenger trains in the same way as mail trains, and to fit vacuum 
brakes to all coaching stock as soon as possible. These measures were com- 
mended for the consideration of Administrations of the Company-worked lines, 
who are now all acting on the recommendations of tho Conference Association. 


Railway Administrations were also Reminded that, owing to the absence on 
some lines of the practice of enquiring, through the police, into the antecedents 
and character of applicants for service in the inferior grades, a large percentage 
of professional criminals and other undesirables found employment on railways 
and were to a large extent responsible for tbe petty crimes committed. The 
practice of obtaining tbe verification of the character of applicants for service 
through the police, existing for many years on the North Western State railway, 
was therefore recommended for adoption, and Railway Administrations were 
also asked to consider the advisability of having the work of conveyance of 
passengers’ luggage at stations done by paid employds of the railway selected 
with the advice and assistance of the police. The replies received show that 
these measures have been adopted on some of the railways, and, where they 
have not, that measures equally efficient have been adopted. 

43. Communication between passengers and the guard and driver 
of a train- — On the 31st December 1908 the number of carriages fitted with 
means of communication between passengers, guards and drivers in coaching 
stock was 2,360, against 15,219 not fitted ; at the end of 1909 these figures 
amounted to 11,223 and 8,384, respectively. 

44- Indication hoards outside compartments reserved on trains 
for women. — lu 1906 orders were issued to attach, to the outside of all 
3rd class compartments reserved on trains for women, indication hoards inscribed 
“ Women only ’* in English, Hindi and Urdu characters, and, where necessary 
also in the vernacular of the district, which may be substituted for the Hindi 
insoriptiou. 


45. Automatic vacuum brake.— In 1906 the Committee of Locomotive 
and Carriage Superintendents drafted a set of rules for the working of the 
automatic vacuum brake for passenger trains. The rules as finally revised by 
the Indian Railway Conference Association were sanctioned by the Railwav 
Board in January 1909 for adoption on railways. ^ 


jae total number ot locomotives and veMoles on Indian railways fitted 
witb antomatio vacuum brakes on tbe Sist December 1906 was 3 016 and 
or 61-87 and 11-42 per cent, respectively, of the total stook At tbe 
end of 1909 these flgnres amounted to 4,846 and 64,064, or 68-99 and 83-08 
per oent, reepeotively, of tbe total stock, leaving 2.178 locomotives and 
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109,613 vebioles to be fitted. Of the latter, 4,276 were coaching vehicles and 
106,337 goods vehicles, which represented 21'81 per cent of the total coaching 
stock and 73*12 per cent of the total goods stock. 

48. Train signalling with automatic block instruments. — ^The 

enquiry into the serious collision which occurred on the 6th May 1908 between 
Ghaziabadand Dasna stations on the Oudh and Bohilkhand State railway having 
shown that, under certain conditions, it is possible for two contiguous stations 
fitted with the Tyers’ tablet instruments each to obtain a tablet for the same 
section at the same time, the Kailway Board directed that a Committee of elec- 
trical experts should assemble to consider and report whether, if these instruments 
are properly worked, it could he possible for two tablets or tokens for the same 
sections of line to be abstracted simultaneously from two connected instru- 
ments ; also whether these machines are liable to be so affected by outside 
influences as to permit of tablets being simultaneously removed from the con- 
nected instruments at each end of a section, even though, they are worked strict- 
ly according to the prescribed regulations, and whether it is possible for a 
tablet or token to he obtained at one end of a section without the permission or 
knowledge of the person working the connected machine at the other end of the 
section, who, according to rules, is the only person authorised to permit the 
removal of the tablet. The Committee were also directed to consider what pre- 
cautions are necessary to prevent the illegitimate removal of a tablet, and 
whether there are other tablet instrumeots in use on Indian railways which 
are liable to the same defects in working as the Tyers’ instruments, and, if there 
are, what steps should he taken to remedy the defects. 

A summary of the results of the Committee of enquiry, together with the 
opinions of Kailway Administrations on whose railways tablet instruments are 
in use, was later forwarded to the Indian Kailway Conference Association for 
consideration and submission of such recommendations as would give practical 
effect to conditions which will ensure the safe working of tablet instruments. 

The recommendations of the Association having been received and consi- 
dered, rules for the working of token instruments have been issued for adoption 
on railways. 

At the end of 1906 there were 968 stations on the railways in India at 
which block instruments were used for train signalling ; at the close of the year 
1909 the number bad risen to 1,716. 

47. Standard set of Line-clear forms for all railways. — Experience 
having shown that the Line-clear tickets in use for trains running in opposite 
directions were not suflaciently distinct one from the other, the question of 
revising these forms so as to overcome this objection and to afford an immediate 
and visual indication to drivers of the direction to which they respectively 
applied, was referred to the Indian Kailway Conference Association for consider- 
ation, the desirability of having a uniform set of forms on all railways being, 
at the same time, pressed on the Association. 
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Tlie questioa was accordingly discussed at a special meeting of tlie Con- 
ference, and a standard set of forms markedly distinct for opposite directions was 
drawn up and recommended for adoption, and sanctioned by the Railway Board 
in May 1908. 

48- Extension of the use of coal- — In paragraph 92, Parti, of the Sum- 
mary of liord Curzon’s administration of Indian railways, reference was made to 
the Railway Board having autliorised the adoption of certain lower minimum 
rates for the carriage of coal, in lieu of the then existing minimum of one-tenth 
of a pie per maund, on railways for which minima had been prescribed. This 
reduction of freight charges on coal has had the effect desired of extending the 
use of coal in areas hitherto entirely dependent on wood supplies. 

49- Supply of coal. — The slump in the coal trade has not been without 
its beneficial effect on Indian railways. 

The high prices w'hich were maintained during 1908, and which were so 
large a factor in the increased working expenses of railways for that year, have 
recently shown a general decline. 

The opening np of the Bokharo-Ramgarh fields, the agreement for working 
which was recently sanctioned by the Secretary of State, will afford another 
source of supply, and should help to keep down the cost of fuel for the railways 
in the vicinity of these coaldelds. 


50. Grain Elevators in India.-' The expansion of the port of Karachi 
and the growth of wheat cultivation in the Punjab having indicated that, at no 
distant date, the North 'Western State railway would, under the existing condi- 
tions of trade, have to deal with a greatly enlarged wheat export traffic, it was 
considered that an enquiry should be made, in anticipation of this event, as to 
the best way of meeting the future reasonable demands of trade, and, if possible, 
of avoiding the ultimate expenditure of a large amount of capital to meet the 
exigencies of the very heavy, but short, rush of the annual grain traffic. 


The Director General of Commercial Intelligence was of opinion that the 
introduction of the “ Elevator System ” of dealing with wheat would meet the 
difficulties of the case, and would also be of general benefit both to the 
merchant and the cultivator. It was accordingly arranged, in March 1909, 

that the question should be investigated 
by an informal Committee* to meet 
at Lahore and proceed first to some of 
the more important wheat growing 
centres in the Punjab and then on to 
Karachi. 


*Mr. 'W*. H. Wood, Senior Member, Bailway 
Board. 

Mr. S. Einney, C.T.E , Member, Railway Board. 
Mr. H. P. Burt, Manager, .North Western 

railway. 

Mr. F. Noel-Paton, Director General, Commercial 
Intelligence. 

Captain F. Osborne, R.B. , Secretary, 


The Committee was asked to consider— 

(1) the causes of the present rushes of wheat traffic from the Punjab to 

Karachi ; 

(2) the possibility of developing a steady wheat traffic throughout the 

year; 

(3) the possibility of increasing the capacity of the port of Karachi and 

securing the more rapid turn round of railway rolling-stock by 
the provision of Elevators at that port ; 
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(4) wIietTier tlie “ Elevator System ” would tend to secure tlie object 

aimed at in (2) above, and 

(5) any incidental points that arose whieb the Committee may think 

it useful to report on. 

In August 1909 the Committee submitted its report. The conclusions 
arrived at were to the effect that— 

(i) the annual rush of grain to Karachi was due to two main causes — 

(а) growers are obliged to sell at a particular time every year to 

meet their financial obligations, and 

(б) this time corresponds with a general lowness of stocks in 

importing countries and consequent highness in prices ; 

(u) that the possibility of developing a steady wheat traffic throughout 

the year was small for the reasons given in (i), (a) and (61, above ; 

(ui) that the provision of a suitable Grain Elevator at Karachi would 
increase the capacity of the port and secure the more rapid turn 
round of rolling-stock ; 

(iv) that so far as the present volume of trade is concerned the “ Elevator 
System ** would not tend to secure a steady wheat traffic throughout 
the year, as the demand for prompt conveyance from up-country 
to Karachi does not arise from want of storage, but for the 
reasons given in (i) above ; 

(v) in regard to incidental points that arose, the Committee made certain 

subsidiary recommendations as regards the provision of storage 
accommodation, priority of registration of applications for wagons 
at despatching stations, and additional traffic facilities on the 
North Western State railway. 

Three, out of four, members of the Committee were unanimous in their 
views ; hut the fourth member, Mr. Noel-Paton, made certain reservations, the 
more important of which were to the effect that he disagreed with the line of 
argument adopted by the majority in the reply to question No. (1). He agreed 
to the reply to question No. (2), except that he was of opinion that an increase 
of wheat available for export would affect the amount exported in the compara- 
tively slack season to a far greater extent than it would affect the busy season. 
He was also strongly of opinion that it was the duty of Kailway Administra- 
tions to participate in the installation of Elevators. 

The Kailway Board agreed with the majority of the Committee, and the 
Government of India, in the Commerce and Industry and Revenue and Agri- 
cultural Departments, accepted the views of the Committee and of the Railway 
Board, and considered that the papers disclosed no case for asking the railway 
authorities to provide Grain Elevators up-country j hut that, in view of the great 
facilities in dealing with grain that the “ Elevator System” affords, it is desirable 
that the Port Trust should take up the question of providing an installation at 
Karachi. 

"Various enquiries from Dooal Governments and Chambers of Commerce 
regarding the report having been received, it was published and issued in. 
June 1910. 
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51. Experimental troop and hospital trains.—In August 1909 meet- 
ings were held between the Manager, North Western State railway, the Prin- 
cipal Medical Officer, Bombay Brigade, and an officer representing the Quarter 
Master General’s Division, to discuss arrangements necessary for providing 
military hospital trains and the possibility of running ordinary troop trains 
provided with intercommunication between vehicles. 

As a result of these discussions a train — a special feature of which was that 
it provided accommodation for a coffee shop and hospital and medical staff— 
was fitted up by the North Western State railway with intercommunication 
between vehicles and other necessary eqiiipment, and, taking advantage of the 
then impending movement of troops from Peshawar to Shahjahanpur and 
Shahjahanpur to Calcutta in December 1909, an interesting experiment was 
carried out v ith the train with a view to seeing how far the arrangement 
conduced to the comfort and convenience of troops. 

The experiment was, on the whole, successful, and the arrangements made, 
especially those in connection with the coffee shop, proved very popular with 
the troops. Other Bailway Administrations who have “ ambulance ’* carriages 
with through communication on their lines have been informed of the results of 
the experiments made on the North Western State railway, and it has been 
suggested that similar arrangements for running ordinary troop and military 
hospital trains might, in certain cases, be possible on the railways under their 
administration. 

52. Working of motor road-trains to serve as feeders to railways. — 
Motor trains suitable for road-traction on the Benard system have met 
with a certain amount of success in England and on the continent ; and, with a 
view to giving a practical trial to this system of road-traction, the Railway 
Board arranged to carry out certain experiments— 

(rt) on a mountain road, for which the Gauhati-Shillong route was select- 
ed, and 

(S) in the plains, for which the Moradahad-Sambhal road in Oudh was 
chosen. 

Both these experiments proved that the B-enard system is, after certain 
minor defects have been remedied, a practical one. But it seems unlikely 
that such mechanical road-traction can compete at present with the ordinary 
carts and tongas of the country, except where labour is scarce and animal- trac- 
tion is difficult to provide. The road between Gaubati and Shillong seems to 
offer fair chances of success for a mechanical road transport service. 

53, Indian Eailway Conference Association. — The appointment of 
a “ whole-time ” Secretary to the Association, with necessary office establish- 
ment, was sanctioned hy the Secretary of State in November 1906, and the 
Association was at the same time empowered to incur expenditure connected 
with its working up to an annual maximum of Bs. 40,000. 

54. General Classification of Goods. — The Indian Bailway Conference 
Association, at their meetings at Simla from 23rd September to 7th October 
1907, dealt specially with the question of the revision and simplification of the 
existing goods tariff. It adopted the Simplification Committee’s report, which 
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exliibitod in draft a portion of a simplified tariff drawn up on the lines decided 
upon by tbe Committee which met at Delhi in 1905, and decided that the final 
I’oport of the Simplification Committee, when submitted, should be printed and 
circulated by the Secretary of the Association for the consideration of Railway 
Administrations. At their meeting in October 1908 the Indian Railway Con- 
ference Association approved of a draft revised goods classification, and resolved 
that it should be circulated to the Administrations of all railways for remarks. 
The replies of Railway Administrations to this reference having been received, 
they were dealt with by a Committee in Api’il 1909. The details of the tariff 
wore further considered and revised at the Conference meeting of September 
and October 1909, and it was subsequently decided by the Railway Board that 
the General Classification as finally revised should be adopted on railways from 
1st July 1910. 

55. Strikes and Boards of Conciliation- — Several small strikes of 
different classes of employes occurred during the years 1908 and 1907 on certain 
lines. The discontent prevailing on the North Western State and the Bengal and 
North-Western railways was removed without inconvenience to the public, but 
that on the Eastern Bengal State railway culminated in an extensive strike on 
the part of native drivers and firemen and caused a temporary dislocation of 
goods traffic. In the latter case the temporary employment of soldiers, who had 
previously received some training as drivers or firemen on Indian railways, 
served materially to bring the strike to a close. 

On the East Indian railway the European and Eurasian drivers of the How- 
rah-Jhajha district, after submitting a lengthy list of grievances, struck work 
in November 1907, and were joined to a large extent by the traffic staff. The 
strike, extending to other districts, ultimately involved practically the whole line. 
This strike was the most serious in the history of railways in India, and for a 
time completely dislocated traffic generally and the trade of Calcutta in particu- 
lar. It was terminated only by the appointment by the Government of 
India of a special Board of Conciliation, (based on the lines of the Boards 
introduced in England), to consider the representations of the men. The 
Conciliation Board dealt mainly with the questions of (i) higher pay or mileage 
allowance, (ii) extra pay for working overtime and on holidays, and (iii) im- 
proved leave rules. 

A strike of Goods drivers commenced on May 23rd, 1909, at Arkonam station 
on the Madras and Southern Mahratta railway, which rapidly developed into a 
general strike of all drivers on the broad gauge section of the line. The train 
service was disorganised for a few days, but the Administration, by engaging new 
hands and transferring men from the metre gauge section, succeeded in restor- 
ing complete regularity in both passenger and goods services by June 12th. 
The strike finally collapsed on July 2nd, after a public meeting in Madras 
had adversely criticised the methods of the strikers. The men formulated no 
grievances until after the commencement of the strike ; claims for better pay 
and allowances and leave rules being definitely put forward only on May 27th 
at a meeting with the Agent. 

56. Post Offices at railway stations. — Owing to the attitude of the 
Southern Punjab Railway Company when asked to provide buildings for Post 



34i 


Ofaces at certain stations on their line, the Gorernment of India asked the Secre- 
tary of State that in future contracts for the construction of railways in India by 
Companies, a clause might be inserted providing for the construction, at the cost 
of Capital, of accommodation at railway stations for Post Offices and quarters 
for the postal staff, a rental at a rate not exceeding 7i per cent, per annum 
being allowed to the railway and included in its gross earnings. 

The Secretary of State in reply stated that a clause to the above effect 
would be included in all future contracts. 

57. Supply of rolling-stock to meet increased demands of traffic 
during recent years. — In the Summary of Lord Curzon’s administration of 
Railways, Part II, paragraph 110, a reference is made to this subject. The 
question of insufficiency or otherwise of rolling-stock on Indian railways had, 
for a long time, been receiving the attention of the Government of India. Since 
the Railway Board was formed the Members have given it their full considera- 
tion, In their memorandum, which was published in the Gazette of India, 
dated 24th March 1906, they publicly expressed their view that the Indian 
railways as a whole were then below what should be the standard of equipment 
of rolling-stock for present requirements. 

The question may be said to have reached its climax in 1906-07. Although 
the funds sanctioned for the provision of rolling-stock had of late years 
been considerably augmented, the boom in trade in that year served to accen- 
tuate the shortage in wagons which still existed. So great was the outcry that 
the Secretary of State sanctioned a special additional grant of one million pounds 
sterling for additional rolling-stock, over and above the provision in the 
sanctioned Programme. All this additional stock was placed on the line in due 
course, and demands by the public for more rolling-stock are now seldom heard. 
This is no doubt partly due to the subsequent years being years of depressed 
trade, but it is also largely due to the increased supply of wagons. 

The demand now is for improved facilities for handling the wagons, such 
as remodelled yards, facilities for repairing stock, signalling arrangements, etc., 
rather than for more vehicles. This accounts for the decreasing amounts which 
have been sanctioned for actual rolling-stock during 1908 and 1909 and 
for a corresponding increase in the provision for open line works. 


The position in regard to rolling-stock is shown in the two statements 
below — the first of which gives the actual capital funds allotted for rolling-stock 
during the five years of Lord Minto’s administration, while the second shows 
the amounts of estimates sanctioned during these years. It will, of course, 
be understood that delivery of, and payment for, stock sanctioned during one 
year may very likely not take place till the subsequent year or even later. 


Statement I. 


Molling-stoch grants on oj^en lines oj^ railways during the five years ending 

1910-11. 


1906- 07 

1907- 08 

1908- 09 

1909- 10 

1910- 11 


Bs. 

382 

lakhs, 


6021 

11 

J> 

647i 

11 

11 

679i 

11 

>1 

4651 

11 
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Statement II. 


Miimaied coat of additional rolling-stock sanctioned by the Bailway Board, {excluding stock 
sanctioned for first equipment of new lines of railways and the amount of debits to Genital on 
account of improvements to rolling-stock), from lat September 1905 to 31st July 1910. 


Railways. 

1905 
(from 1st 
September 
to 31st De- 
cember;. 

1906. 

1907. 

1908. 

1 

1909. 

1910 
(to Slst 

J uly}. 

Total. 



Rs< 

Bs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

North Western State ... 

• •• 

64,35,555 

33,25,166 

2,88,26,687 

59,50,399 

34,97,525 

76,61,920 

5,06,86,252 

Oudh and Eohilkhand State ... 

... 

••• 

11,46,429 

14,12,634 

17,62,897 

36,07,798 

1,80,760 

80.00,418 

Eastern Bengal State ... 

... 

19,24,6r5 

23,64,066 

54,39,280 

41,39,785 

10,596 

20,15,276 

1,68,83,677 

East Indian .«« 

... 

31,68,000 

40,07,260 

50,74,826 

84,86,323 

1,11,42,295 

63,803 

8,18,71,606 

Bengal-Nagpnr .«• 

... 

... 

17,62,600 

1,55,24,528 

14,86,668 

23,90,060 

30,17,300 

2,41,80,946 

Great Indian Peninsula and Indian Midland 

65,76,000 

6,94,854 

1,68,90,986 

1,89,26,676 

64,800 

1,91,851 

3,63,44,066 

Madras and Southern Mahratta 

•«« 

12,89,906 

25,000 

6,80,645 

38,29,520 

26,80,726 

28,900 

85,34,696 

Bombay, Baroda and Central India 

• •• 

... 

8,663 

70,97,136 

86,19,624 

11,96,000 

16,65,066 

1,84,86,889 

Bajputana-M alwa < . « 




62,19.450 

12,83,176 

6,29,723 

6,15,636 

76,47,884 

Mysore State »*« 

»•« 

... 

6,10,036 


6,65,329 

III 

.M 

11,76,365 

Bengal and North-Western and 
State. 

Tiihoot 

28,360 

4,13,200 

24,62,560 

6,14,401 

16,12,451 

• 1* 

60,25,962 

Rohilkund and Kumaon and Lucknow- 
Bareilly. 


••• 

2,82,000 

8,91,700 


• M 

6,73,700 

Burma •*« •«« 

• • 

1,66,260 

46,35,155 

6,85,533 

3,22,772 

6,60,940 

... 

64,70,650 

South Indian ... ««« 


16,000 

15,000 

12,34,350 

26,06/560 

2847,800 

13,89,800 

80,07,010 

Satpura «.« »«i 

i 

tft 1 

1 

»«« 


1,08,793 


III 

2,990 

1,11.783 

Assam-Bengal **« •#. 

• ft 

4,73,860 

1,88,510 

11,65,613 

17.43,250 

11.67,785 

37,600 

47.76,608 

Bengal Dooars •$» m. 


• «« 

»•« 

t.« 

21,120 

1,184 

• •• 

22,304 

Cooch Behar State 

• •• 

... 


7,530 


IM 

III 

7,630 

Gaekwar’s Babhoi and Rajpipla 

• •• 


94,227 

ft* 

66,423 

Iff 

III 

1,60,660 

Shahdara (Delhi>Saharanpur 



»•* 

i 

1 

18,306 

t 

I 

18,306 

Total 

... 

1,90,61,695 

1,92,80,066 

8,61,11,440 

6.06,72,117 

3,13,09,688 

1,67,60,801 

122,30,85,702 





68. locomotive engines and rolling-stock 


Sailvaye. 


Stoos os 81s® Dbobkbdb 
1904. 


Aubitioss 


6' 6" sa*ge. 

Bengal Central •«. ••• 

Bengal<I?agptir «•• 

Boubayi Baroda and Central India 
Eastem Bengal State tl* 

East Indian *«« ••• 

Orest Indian Peninsula • •* 

Madras «4 

Madias and Soutbern Habratta 
Nizam’s Gnaranfceed State 
North Western State sea 

Ondb and Bobilkband State .»• 
Sontb Indian •a« Ma 


17,986 

12,130 


12,040 


—507 


9,060 70,516 


96 1,063 


449 8,010 


ff gauge. 


Aseam-Bengal .m ■ as 

Bengal and Noitb.Wcstein ••• 

Ben^l Boosts <•• 

BhaTnagar*Oondal-Ianagad*ForbandaT 
Bnxma r«« laa 

Beogbnz • as ■! 

Bibrn-Sadiya ..i sta 

Eastern Bengal State ati 

Byderabad'GodaTaii Valley 
J’odbpnv'Bikaner .. 

Madras and Soufben Mabiatta 
Morri m. m. 

Nilgizi and Shorannx-Coobin 
Bajpntana'Mal'tva «a» 

Bohilkund and Kurnaon •It 

South Indian ». eat 

Sootbem Mabiatta 
’UdaVpui’Ohitovgai'b «#• 


». 1,792 6,678 38,864 


N, B,— Biake-vans have been included onder " Coaching ’’ or ** Ooods ** according as they are used 
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ment shows the mimher of engines and coaching and goods vehicles on all the railways in India during 
during each of the years 1 905 to 1909. ® 


suBmO' 

TOTAt SToOK oSr SlSB 

Dbocmbbr 1909. 

Totah additions peobe 
1st Jandabt 1006 TO SlST 
Dbocmbbe 1909. 


1907. 

1 

1908. 


1909 

s 

s 

tb 

c 

&|} 

o 

& 

o 

u 

m 

■ra 

o 

s 

Engines. 

bl3 

a 

rS 

O 

m 

o 

o 

ta 

Q» 

S 

•a 

a 

K| 

la 

o 

oa 

s 

a 

ta 
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a 

Eb 

a 

tx} 

Ex) 

a 

i 

O 

' 

• 

i 

a 

Ki 

a 

t£l 

u 

<3 

4 

§ 

o 


as* 

aa* 

aaa 

val 

•ta 

tat 

•aa 

• aa 

aaa 

•*t 

•as 

-37 

—109 

—807 

18 

26 

885 

66 

34 

1,713 

19 

40 

603 

389 

864 

10,924 

158 

145 

3,584 

IS 

2S 

86 

15 

80 

471 

tat 

64 

772 

250 

624 

6,643 

S3 

126 

1,804 

6 

62 

Siil 

6 

4 

609 

19 

17 

97 

231 

718 

6^288 

84 

203 

1,869 

—3 

61 

1,863 

49 

173 

1,072 

83 

28 

1.436 

1,075 

2,163 

28,250 

160 

877 

6,264 

26 

44 

161 

57 

27 

789 

1 

2 

669 

916 

2,870 

14,363 

125 

205 

2,233 

26 

84 

230 

—938 

■^1,013 

—6,899 

taa 

aaa 

aaa 

#*• 

BBB 

•aa 

—336 

—960 

—5,m 

#«■ 


ats 

218 

668 

4,138 

6 

6 

192 

224 

673 

4,880 

224 

673 

4,880 



27 

1 

11 

823 

BB* 

17 

—9 

62 

174 

1,449 

1 

27 

898 

4S 

171 

1,064 

71 

69 

2,551 

95 

867 

3,401 

1,031 

2,C°6 

20,382 

812 

790 

8,292 

8 

1 

aa* 

—2 

4 

407 

aaa 

33 

242 

207 

3S7 

6,293 

5 

46 

655 


at 

• *i 

88 

286 

1,384 

14 

17 

77 

102 

303 

1461 

102 

803 

1^461 

181 

417 

4,800 

272 

204 

7.957 

237 

680 

7,387 

4,517 

10,896 

94,283 

921 

1,836 

28,717 


8 

210 

8 

14 

102 

7 

22 

899 

102 

285 

2,742 

SO 

61 

915 

18 

70 

71 

39 

las 

421 

• BV 

54 

293 

828 

1,041 

7,319 

103 

810 

1,083 

• Bf 

a** 
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exclusively on passonger setvioe, oiindiscrlm nately on passenger, goods or mixed services. 
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The following statement shows the number of engines and coaching and goods vehicles on, all the 

years 1905 to 
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railways in India during the years 1904 and 1909, and the additions made thereto during each of the 
1909 — conoid. 
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59. Improvements in rolling-stock ; Ucstaurant cars ; Lighting of 
carriages; Latrine accommodation in 3rd class carriages. — The design 
and general equipment of coaching stoclt has been greatly improved inreeentyears. 
The modern first class bogie carriage is fi.tt?d with electric lights and fans and 
contains excellent lavatory accommodation. Restaurant cars are now attached 
to most of the mail trains on main lines. The third class passenger has now the 
advantage of conveniences which he woull not have dreamed of ten years ago. 
In a widely extended railway system, however, such as that of India, it is of 
course inevitable that old-fashioned stock should continue to run for many years, 
though such stock is relegated as far as possible to branch lines. 

In 1908 the Railway Board issued instructions to all Managers of State 
railways to fit all new 1st and 2nd class carriages of their lines with electric 
lights on Stone’s system and with fans. 

Many third class carriages are also fitted with electric light, and all new 
third class coaches, except short- distance or local-service stock, are fitted with 
latrines. 

At the end of 1906, 9,782 carriages were fitted with gas and 648 with 
electric lights, leaving 7,403 carriages to be so furnished ; while at tbe close of 
1909 there were 11,987 cairiages provided with gas and 8,260 with electric 
lights, the number of carriages remaining unfitted being B,071. 

60. Purchase of rolling-stock from Indian railways in time of 
war. — "With reference to a proposal of tbe Army Council regarding arrange- 
ments which would enable them to purchase, at short notice in time of war, a 
certain quantity of metre gauge rolling-stock in India to facilitate military 
operations outside India, the Railway Board ascertained from the Administra- 
tions of the pi'inoipal metre gauge railways the extent to which they could co- 
operate, and they were satisfied that the requirements of the Army Council, 
namely, for 30 engines, 1,500 trucks and 150 passenger coaches, could be readily 
met by purchase on certain terms. The Secretary of State w as duly informed 
in July 1906. 

61. Importation direct by manufacturing firms of rolling-stock 
manufactured out of India. — The shortage of wagons on Indian railways 
in 1906 attracted the attention of English manufacturing firms, and, in Eeb- 
ruary 1907, Messrs. Ewing and Company, Calcutta, submitted an offer on 
behalf of the Leeds Eorge Company, Leeds, for the supply, during 1 907 and 1908, 
of 7.000 sets of pressed steel parts, etc., for wagons ready for erection in India. 
The proposal was referred to the Director General of Stores, London, for opinion. 
Subsequently, in June 1907, Messrs. Ewing and Company made a definite 
offer on behalf of tbe Leeds Eorge Company for the supply, f o. b. in England, 
attlierateof 300 sets per month, of the necessary steel and iron work for 
entire wagons, including nnderframes, bodies, wheels, axles, springs, brake 
gear, etc,, complete* They were informed that, after correspondence with 
the India Office, the Railway Board were advised that the offer of the Leeds 
Eorge Company compared unfavourably with what could be arranged by 
tbe India Office themselves to meet the sanctioned requirements of State 
railways. The Railway Board were, therefore, unable to avail themselves of 
the offer o| the Le^ds Eorge Company. 
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62 . Growth of local manufacture of rolling-stock and other rail- 
way stores. — In accordance with the declared policy of the Government of 
India, the q^uestion of the best method of encouraging local manufactures, con- 
sistent with the interests of Railway Administrations, has been before the 
Railway Board for some time. 

The facilities existing in the workshops of various firms of manufacturing 
engineers in India have been considerably enlarged in recent years ; and in 
September 1905, the Railway Board, after duly considering representations 
received from several such firms asking that they might be given an opportunity 
of tendering for the construction of wagon frames and bodies in this country, 
issued instructions to Managers of State railways that tenders should be called 
for publicly in India for the supply of frames and bodies of 25 per 
cent of the goods stock sanctioned for State railways, the requisite wheels, 
axles, springs and drawbars to complete the wagons being indented for from 
England and supplied by the Railway Administration to the firms whose tenders 
are accepted. Under these orders about 1,600 wagon frames and bodies were 
ordered by the three State-worked railways to be built up to the end of 1909 by 
private firms in India from imported raw materials. 

The arrangement entered into, in 1897, by the Government of India with 
the Bengal Iron and Steel Company for the supply, by the latter to the State 
railways, of 10,000 tons of pig iron and castings annually, for a period of 10 years, 
came to an end on the Slst March 1907. Difficulties having been experienced 
in later years by the Railway Board in making up this annual order of 10,000 
tons, and the future requirements of railways (State-worked and Company-worked) 
in India, as far as could be foreseen, making a very insignificant total, the Rail- 
way Board were unable to recommend the renewal of the arrangement for a 
further period. In coming to this conclusion the Railway Board were guided 
by the probable necessity of also patronizing manufactures from other sources, 
e. g. Tata’s Iron "Works, — a distribution of patronage which would have been 
impossible if the arrangement with the Bengal Iron and Steel Company had 
been renewed for a further period. This conclusion has been approved by the 
Government of India, and the Secretary of State was informed accordingly. 

In 1905 the Bengal Iron and Steel Company, Limited, entered into a con- 
tract with the Secretary of State for India for the manufacture of steel rails 
and rolled sections at their Barakar works, under the terms of which the 
latter was required to pay to the Company an annual subsidy not exceeding 
£1,500, subject to a reduction of Rs. 3 for every ton of steel rails or bars 
purchased by, or on behalf of. Government. Managers and En gineers-in- 
Chief of State railways were accordingly requested to utilize steel of local 
manufacture so far as it was suitable for the works in their charge. Kot long 
afterwards, however, the Company found themselves unable to continue this 
industry and they decided to close their steel works. 

In order to place the inspection of manufactures in India on a more 
satisfactory footing, an officer was appointed, and located at Calcutta, with the 
designation of Superintendent of Local Manufactures to inspect work dtyung; 
the process of manufacture. Subsequently another officer was appointed in a 
similar capacity in Bombay. * 

It has further been agreed that these two Superintendents are also to inspect 
and test important articles of iron and steel of local manufacture for other 
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Government Departments as well as for State railways. - These arrangements 
for placing the inspection of locally manufaettired storeacm a more satisfactory 
basis were made in connection with the issue of the revised rules: for .the 
purchase of stores promulgated hy the Government of India in. July JJ.909, the 
effect of which has been to remove certain of the limitations which restricted 
purchase in the local market. . The conditions of local manufacture have further 
been brought more into line with those in England by the preparation of revised 
specifications, which have been completed by the Kailway Board and will 
shortly be submitted to the Secretary of State for sanction, 

63. Establishment by an English. Company of workshops in India 
for the constrnction of rolling-stock. — The inducements offered to th© 
various firms of manufacturing engineers in India for the supply and con- 
struction of the frames and bodies of 25 per cent, of the goods stock sanctioned 
for State railways attracted the attention of an influential English Company* 
who, in June 1907, submitted a proposal through Messrs. Ewing & Company, 
Calcutta. This English Company were desirous of starting workshops in India 
for bunding railway wagons and other railway vehicles, provided that they 
received a general assurance that Government would place orders with them if 
ihey could produce rolling-stock on terms comparing favourably as to quality 
of work, price and delivery, with those of other English companies and existing 
local firms. They also asked for the removal of the present restrictions in 
regard to the nse of raw materials by the builders, and to the inclusion of the 
supply of wheels, axles and springs, etc., hitherto obtained only throt^h the 
India Office, in order to enable them to import all that it was necessary to 
pbtain .from England and to manufacture the rest in India. The Railway 
Board saw no objection to an assurance being given that, as at present arranged* 
tenders for 26 per cent of all wagon stock sanctioned for State- worked rail- 
ways will always be called for in India, and that the tender of the English 
Gomj^hy, if submitted, would receive due consideration along with the others 
but 'Without any undue preference. The Railway Board also considered that 
there would be substantial advantages to be gained by the removal of the 
esistiug restrictions in regard to raw materials and the supply of wheels, axles 
and springs, etc., which would enable orders to he given locally for complete 
wagonja. These latter proposals were, however, not approved by the Secre- 
^ryiof State. 

• ... 

The Company subsequently asked for definite promises on the part of the 
Rahway Board of a very large amount of work yearly j so much so, indeed, that, 
had the proposals been accepted, contracts for the greater portion of the wagons 
required for State railways every year would have had to be given to this one 
firm. In fact the adoption of these proposals would have meant practically 
,giying the firm a monopoly, and for ^s reason the Government of were 
oOnahle to assent to tbeui. 

schedule of dimensto Icmg bogie stock.— In 

CR^iin^' 'iM^Odules of dimensions prescribing ^rtain fixed tnATnmnm 
' toihiiiium diinensions 4m rolUng-stoek, limiting length i Of , vdiicle was 
down. The tendendy continually tc inolfease- "^e dimensions rolling- 
^^k, ^ps^lly the len^hef ooacMng vehicles, and the fact "that the safety 
•'puhifet 'waS' Mkeiy ‘ to bO endangered - b^ insufficient allowances' on 
of-curvatuam uf tmcks and lurchfaig.of- vdiicles, made it imperatite to 
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ascertain, by practical experiments, what are the maximum dimensions which 
allow of a safe and sufficient working clearance between fixed structures or 
passing yehioles. 

it is clear that the maximum dimensions of rolling-stock are linoiited by 
existing physical conditions, such as distance apart of tracks, width of tunnels, 
etc., and the Bailway Board considered it necessary to fix the dimensions so as 
to ensure that stock could be interchanged generally in traffic working between 
all railways of the same gauge. Extensive experiments were, therefore, carried 
out with long bogie vehicles over the principal railways in India, and a series of 
results were obtained which enabled the Board to lay down certain fixed maxi- 
mum dimensions for long bogie stock of 6' 6’ gauge. Eor metre gauge vehicles 
experiments of a similar nature are now gradually being carried out. 

65* Standardization of locomotivos.'^The question of the standardiza,- 
tion of locomotives of all gauges in India was first brought up in 1901, and, as 
the result of various conferences and communications with the Locomotive and 
Carriage and Wagon Superintendents and the Engineering Standards Gommiit^ 
in England, five designs were approved and circulated to the various j^ilway 
Administrations in 1905. In the following year arrangements were made for 
the Engineering Standards Committee on Locomotives to form themselves 
into a permanent body of advisers, in connection with the introduction of new 
standards of locomotives for India and the improvement of existing ones. 

The third report of this body on locomotives was brought out in Eebruaiy 
1910. It contains six standard designs of locomotives on the 5' 6"gaug« aiid 
four of locomotives on the metre gauge, and embodies all previous standard 
locomotives with such improvements as have been suggested by experience in 
working them. 

Although it is still necessary to purchase for Indian railways a l^ge 
number of locomotives which are not of the standard designs, the number of 
standard engines in India is increasing yearly. In October 1909 there 
were 653 standard broad gauge and 367 standard metre gauge engines in 
running. 

66. Standardization of small stores, metals, etc. — A preliminary 
standardization list of metals, tools, small stores, etc., was issued in 1904, and 
in 1905 the Director General of Stores, India Offi.ce, supplied Managers of State 
railways with the final list in which the India Store Dep6t pattern numbers 
have been added. This list has now been included iu the revised edition of the 
** Komenclatore and Classification of State Bailway Stores,*’ which was pub- 
lished in 1910. 

67. Adoption of British standard sections of rails. — ^The attention 
of the Government of India having been drawn to the large variety of rail 
sections that have been brought into use on Indian railways and the great 
inocmvenience that frequently results from this state of affairs, the Bail- 
way Board, in 1906, decided that the British standard sections of . &Mfc- 
footed rails, weighing from 20 lbs. to 100 lbs. per yard, which had been 
approved by the Engineering Standards Committee in England, should bo 
definitely adopted on all State railways, and, iu circulating that decision, desired 
that all Indian railways should also adopt them whenever possible. Designs 
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and particulars of the fastenings used with the more common of the above 
sections have also been furnished by the Director General of Stores, India 
Office, and circulated to Railway Administrations. 

68. Design and inspection of signalling and interlocking installa- 
tions. —In August 1906 the Railway Board circulated and ordered the adop- 
tion of a set of rules on this subject, which were compiled as a guide to 
Signal Manufacturers in meeting the requirements of railways and to Govern- 
ment Inspectors in passing the installations put up for ensuring safety to traffic. 
In January 1908 further supplementary rules were issued for the inspection of 
interlocking installations to ensure the adoption of a uniform system. 

69. Supply of wooden sleepers. — The difficulties in meeting the demands 
of railways in India for timber sleepers from the forests of India are increasing 
every year, and endeavours are being made to supplement this supply by 
suitable sleepers from other sources. The hardwoods of Australia offered a 
useful field for investigation, and Mr. J. Adam, Executive Engineer, Railway 
Department, was in 1904 deputed by the Government of India for this purpose. 
In due course he submitted a report on the production of wood for sleeper 
purposes from Australia, and his deputation had the effect of placing Railway 
Administrations in touch with sellers of Australian timber sleepers. In the 
meantime representations were received by the Railway Board from firms 
dealing with Indian timber sleepers, and, with the object of checking an imdue 
preference being shown to either market, the Board issued to Mianagers and 
Engineers-in- Chief of State railways a set of instructions laying down the 
procedure to be observed in the purchase of timber sleepers for State rail- 
ways. 

A large number of these Australian sleepers have been imported for State- 
worked railways in the last five years. The quality of the different classes of 
timber varies considerably, and, until quite recently, the better qualities had 
been regarded as durable and satisfactory in the Indian climate. During the 
last year, however, instances have come to light of such serious ravages having 
been made by white ants on Jarrah sleepers in certain parts of India that the 
suitability, under certain conditions, of these sleepers for India requires further 
investigation. The Railway Board have therefore appointed a Committee, on 
which the Australian Timber Trade is to be represented, to investigate the 
question of the durability of Jarrah and other Australian wood sleepers for TTidian 
railways. 

Timber for railway sleepers from the forests of India is practically limited 
to three species — deodar, sal and teak. The vast supply of inferior timbers has 
hitherto not been touched, as the wood is either too soft or liable to attack by 
decay and insect pests. 

Eor some years past it has been evident that a method of artificial impreg- 
nation, which would render the sleeper impervious to white ants or decays 
would open up fresh sources of supply, Eor these reasons the Railway Board 
are at present assisting in certain experiments with the EoweUizing process^ 
which seems to offer some chance of success. 

70^ B>ent and maintenance of telegraph wires supplied to railways 
by the Government Telegraph Department.--The period of five years for 
which the all-round rate of Rs. 2*3"0 per mile of wire per mensem was extended 
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having expired, the Government of India in September 1907 decided that, with 
effect from the 1st January 1907, the rate of Rs. 2-3-0 per mile of wire per 
mensem would continue to be charged until further orders. At the instance of 
the Indian Railway Conference Association, the question whether a charge at 
this rate did not place an undue burden on railways was considered by Govern- 
ment, and it was decided, in December 1908, that, with effect from the 1st April 
1909, the charge should be fixed at Rs. 2 per mile of wire and that this rate 
should continue in force until further orders. 

71- Bent and maintenance charges for telegraph instruments 
supplied to railways by the Government Telegraph Department.— The 
period of five years for which it was ordered that an all-round rate of Rs. 4-8-0 
per instrument per mensem should be charged for the rent and maintenance of 
telegraph instruments supplied to railways by the Government Telegraph De^ 
partment having expiied on the 31st December 1905, the Government of India, 
in May 1906, directed the continuance of the same rate for a further period of 
one year from the 1st January 1906. On the expiration of this period the Gov- 
ernment of India decided that, with effect from 1st January 1907, the rate of 
Rs. 4-8-0 per instrument per mensem would continue to he charged until fur- 
ther orders. 

72. Continuance of the existing system of management of tele- 
graphs on the Madras section, Madras and Southern Mahratta rail- 
way. — Prior to the amalgamation of the Madras and Southern Mahratta railways 
the former railway owned a large portion of the telegraph wires and instruments, 
which it also maintained. On the purchase of the railway being effected the 
Company*s telegraphs became the property of the State, and, according to the 
procedure followed in similar oases, the wires and instruments should have been 
taken over and maintained by the Government Telegraph Department and 
rented to tbe Company. The Government of India have, however, agreed to the 
continuance, for the present, on what is now known as the Madras section of the 
Madras and Southern Mahratta railway, of the system of management of tele- 
graphs previously in force. 

73. Acceleration of the delivery of the foreign mails in the 
Punjab- — I’or the conveyance of the inward foreign mails a combined postal 
and passenger train is run every week from Bombay to Amhala. Sanction was 
accorded in June 1906 to the extension of the Special direct to Lahore and to the 
running, when necessary, of a Special from Lahore to Jhelum or Rawalpindi 
in continuation. 

74:. Abolition of tolls on certain bridges on tbe East Indian* Oudh 
and Bohilkhand State, North Western State and South Indian rail- 
ways. — 111 view of the delay and inconvenience to road trafido, which is in- 
separable from the collection of tolls, and the very small proportion which the 
yield of those tolls bears to the cost of the undermentioned bridges, it did not 
seem to the Directors of the East Indian Railway Company that the charge im- 
posed on the public was worth maintaining. They accordingly recommended, 
on the motion of the United Provinces Government, that the roadways of the 
bridges over the Tonse river, and over the Jumna at Delhi and Allahabad, 
should he freed from tolls. The proposal was accepted by the Government of 
India, and, in February 1907, orders were issued abolishing the collection of 
tolls on these bridges. 
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Also on tlie representation of the Gorernment of the United Provinces, 
and, in tlie case of the Ganges bridge at Cawnpore, of the Upper India Chamber 
of Commerce, the Government of India, in July 1907, sanctioned the abolition 
of tolls on the Uufferin bridge over the Ganges at Benares, the bridge over the 
Ganges betvreen Lucknow and Cawnpore and the bridge over the Ramganga at 
Moradabad — all these bridges being the property of the Oudh and Rohilkhand 
State railway. 

Later, on the recommendation of the Honourable the Agent to the Governor 
General and Chief Commissioner, North-West Prontier Province, the Govern- 
ment of India agreed to the boat-bridge over the Kabul river at Nowshera 
being declared free of tolls, and, as a consequence, the North Western State 
railway bridge, which is in close proximity to it and formed a convenient con- 
nection between Nowshera and Mardan Road, was also declared free with effect 
from January 1908, the cost of maintenance and the initial capital outlay en- 
tailed in the opening of the bridge to road traffic being met by the Local Ad- 
ministration. 

In February of the same year it was decided to dismantle the bridge-of- 
boats over the Indus river at Khushalgarh, since the cost of maintenance exceed- 
ed the toll receipts, and to throw open the roadway of the newly constructed 
railway bridge to the public free of tolls, the cost of constructing the roadway 
and the approaches to it being paid jointly by the Governments of the Punjab 
and North-West Frontier Province. The whole cost of the maintenance of the 
roadway over the bridge and of the right bank approach will be defrayed by the 
North-West Frontier Province, while the approach on the Punjab side will be 
maintained from funds supplied by the Attock District Boaid. 

In December 1909 sanction was given to the abolition of the toll of 3 pies 
which pedestrians were charged for making use of the footways of the Netravati 
bridge of the South Indian railway at Mangalore. 

75- Customs arrangements at Viramgam Junction, Bombay, 
Baroda and Central India railway. — The establishment, in January 1904, 
of a customs line along the land frontier between Kathiawar and British India 
necessitated customs arrangements being made at the Viramgam Junction of 
the Bombay, Baroda and Central India railway. 

76. Transit of opium from Sutna by rail. — To obviate the inconveni- 
ence experienced by the Rewah Durbar in having to send opium to the Sohagpur 
and Bandhogarh districts, the Bengal-Nagpur railway was, in 1906, included 
in the riiles regarding the transit of opium by the Great Indian Peninsula 
and Rajputana-Malwa railways irom one Native State to another in Central 
India and Rajputana. 

77. Provision of special trains for Hon’ble Members of the Supreme 
Council. — V? ith a view to obviate the inconvenience experienced by Hon’ble 
Members of Council when Railway Administrations are unable to attach their 
saloon carriages to mail trains, it was decided that, on such occasions, Hon’ble 
Members should have the privilege of ordering special trains for their own use. 

78. Increase to the contract limit of rebate payable by the Bombay, 
Baroda and Central India Bailway Company to the Tapti Valley, 
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Ahmedabad-Dholka and Ahmedabad-Parantij branch railways —In 

order to ensure certain branch, lines against possible loss being entailed by the 
adoption on those lines of the reduced goods rates and coaching fares introduced 
on the Bombay, Baroda and Central India railway (the working agency), the 
Secretary of State, in February 1908, sanctioned the contract limit of rebate 
payable to the Tapti Valley and Ahmedahad-Bholka Bailway Companies from 
trafidc interchanged with these lines towards making up a dividend of 4 per 
cent per annum, being raised from 10 per cent to a maximum of 45 per cent 
of the gross earnings from the traffic interchanged. The increased rebate to 
have effect from the 1st July 1908. Accordingly contracts were entered into 
between the Secretary of State for India and the Bombay, Baroda and Central 
India, Tapti Valley and Ahmedabad-Dholka Bailway Companies, dated, respec- 
tively, the 10th July, the 12th November, and the 12th November, 1908, 
giving effect to the arrangement agreed upon for the increase of the rebate 
from interchanged traffic payable to the two latter Companies by the Bombay, 
Baroda and Central India Bailway Company. The Bombay, Baroda and Central 
India Bailway Company having also agreed to the present limit of rebate 
payable to the Ahmedabad-Parantij railway from interchanged trafB.c being 
increased so as to make up a dividend of 5 per cent, instead of 4 per cent as 
previously agreed to, an offer to this effect, subject to certain conditions, was 
made to the Branch Company and accepted by them, and provision for pay- 
ment of the higher rate of interest has been made in the contract of the 2nd Octo- 
ber 1908, between the Secretary of State and the Bombay, Baroda and Central 
India Bailway Company, as from the close of the period during which interest 
shall be payable out of capital in respect of the Brahmakhed extension of the 
Ahmedabad-Parantij railway, which will probably be opened for traffic in 
June 1911. 

79. Payment of an annual suTbsidy to the Tezpore-Balipara rail- 
way by the Tezpore Local Board.— Sanction was accorded in February 1909 
to the continuance of the payment of a subsidy of Bs. 5,000 per annum to the 
Tezpore-Balipara railway by the Tezpore Local Board for a further period of 
6 years from 1st April 1909. The subvention was vital to the railway, the 
earnings of which had suffered severely owing to the closure of the Borjuli 
siding hy the owners. 

80- Bevised rules for the carriage of military traffic.— In order to 
simplify accounting, audit and correspondence, and to ensure full and rapid load- 
ing both in times of peace and war, the Army Department urged the introduction 
of a universal through vehicle-rate over all railway systems, both for goods and 
coaching traffic, in place of the complex system in force. The question was 
accordingly considered hy the Indian BaUway Conference Association at their 
meeting in September-October 1907, when a vehicle-rate was accepted. The 
rate applied to the carriage of troops, live stock, military stores and suppli^, 
excluding coal and explosives which would continue to he carried at special 
rates. The revised vehicle-rates and the rules governing their application, as 
reooi^ended hy the Indian Bailway Conference Association, were accepted 
hy the Government of India and introduced with effect from the 1st January 

1908. The rates have been in force as a tentative measure for a period of two 

years, and the question of slightly increasing the rates and making them per- 
znExicnt is Et present under considerEtion. 
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81. Eailway concessions to Native officers ; mounted and company 
officers of the Imperial Service troops; and to non-commissioned 
officers and men of the iloyal Navys of the Boyal Marines and of 
the British and Indian Army. — At the request of the Quarter Master 
General’s Division, the Indian Railway Conference Association agreed — 

(i) to grant return second class tickets available for six months at single 

fares for Native officers of the Indian Army duly certified to be 
proceeding on leave of every description at their own expense ; 

(ii) to extend to mounted and company officers of the Imperial Service 

troops attending classes of instruction, the concession of second 
class tickets at half second class fares for single Journeys, and at 
single second class fares for return Journeys. 

Advantage was also taken by the Association, at the meeting of the Con- 
ference in 1907, to introduce uniformity in the concessions granted by railways 
to European and Native soldiers and their families, and it was agreed— 

(iii) to issue return tickets for six months at single fares, for all classes, 

to non-commissioned officers and men and their families — limited 
to six individuals — of the Royal Navy, of the Royal Marines 
and of the British Army, (including men serving in Army Depart- 
ments and in other staff employ), certified to be proceeding on 
leave of every description at their own expense ; and 

(iv) to issue third class return tickets, available for six months, at single 

fares, to non-commissioned officers and men and their families — 
limited to six individuals — of the Indian Army duly certified to 
be proceeding on leave of every description at their own expense. 

Owing to the fact of certain regiments being recruited from areas at a con- 
siderable distance from the places at which they are stationed and to the fact 
that the period of furlough of men in such cases is seven months, it was subse- 
quently agreed that the tickets issued in connection with concessions Nos. (i) 
and (iv) should be made available for twelve months. 

82. Railway Warrants — In September and December 1906 the Govern- 
ment of India in the Marine Department empowered the Principal Port Officer, 
Burma, the Marine Transport Officer, Mandalay, and the officer in charge 
Idarine Survey of India to issue railway warrants. 

83. Through, rail and stoamer sorvice for the boohing of goods be- 
tween stations on the Assam-Bengal railway and Calcutta, via Chit- 
tagong. — In March 1908 approval was given to the Assam-Bengal Railway 
Company arranging with a steamer company for the introduction of a com- 
bined rail and steamer service for the booking of goods traffic between stations 
on that railway and Calcutta, vid Chittagong, on the condition that the mileage 
rates charged for goods booked over any portion of the Assam-Bengal railway 
system via Chittagong, should not be lower than those charged for goods hooked 
over the railway via Chandpur, and that the mileage rates charged over the 
Assam-Bengal railway on goods hooked vid Chandpur should not be greater 
than the mileage rates charged on the Eastern Bengal State railway between 
Goalundo and Calcutta and vice versa. 
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84* Terms for the construction of sidings to kerosine oil installa- 
tions within railway limits- — The form of agreement approved in July 1905 
for the extension of State-worked railways into private premises for traffic from 
mills or other industries, made it a condition that a sum of Bs. 200 per mile, or 
part of a mile, must be paid by the applicants for a siding to cover the survey 
charges entailed. It having been represented that this charge was inequitable 
in the case of the short sidings that are laid to kerosine oil installations within 
railway limits, orders were issued in February 1907 that it may be remitted in 
the case of these sidings. 

85- IRepresentation on the Port Trust Board, Bombay, of the Great 
Indian Peninsula and Bombay, Baroda and Central India railways- — 

In view of the change in the control of the railways terminating in Bombay, 
[vis!., the Great Indian Peninsula and the Bombay, Baroda and Central India 
railways,] owing to the abolition of the appointment of Consulting Engineer for 
Bailways, Bombay, and in view of the community of interests of the two 
railways and of the Port Trust, the Government of Bombay have amended the 
Bombay Port Trust Act to allow of the enlargement of the Board, so that the 
two railways may have direct representation on it. 

86. Bispute between the Port Trust and the Great Indian Penin- 
sula railway and Bombay, Baroda and Central India railway regard- 
ing terminal arrangements for working goods traffic at Bombay. — The 

Port Trust having introduced a large reclamation and warehouse building 
scheme, the two railways terminating in Bombay feared that their interests in 
the goods traffic at the Port were likely to he jeopardised. The Great Indian 
Peninsula railway was especially anxious about the possible diversion of goods 
traffic from its Wadi Bandar station, and claimed that the Port Trust should 
not be allowed to undertake any railway business at Bombay. 

As the outcome of discussions at Bombay, which took place from 1st to 
12th Pebruary 1909, between His Excellency the Governor of Bombay, the 
Honourable Member for Commerce and Industry, the President of the Bailway 
Board, the Managing Director of the Great Indian Peninsula railway and the 
Chairman of the Port Triist, proposals were formulated reconciling the various 
issues and arranging for arbitration in case of any further minor difficulties 
arising. These arrangements have received the confirmation of the Home 
Boards of the Great Indian Peninsula and Bombay, Baroda and Central India 
railways. 

87- Purchase of the Kalka-Simla railway. — paragraph 64, Part I, 
of the Summary of Lord Curzon’s administration, reference was made to 
this railway, which is 69-44 miles long and on the 2' 6" gauge, as having cost 
a great deal more than the promoters anticipated, and to the inability of the 
Company to raise all the capital necessary to complete the line which Govern- 
ment had been obliged to advance. It was there also mentioned that the cost of 
working had been high and the competition with cart traffic so great, that the 
earnings were not sufficient to do much more than cover the interest charges on 
the Government advance, and that Government had, therefore, offered to 
purchase the line for £300,000. The purchase was arranged for this sum 
with effect from 1st January 1906. The line was worked as a separate under- 
taking under the direct orders of the Bailway Board up to the end of 1906, and 
from the 1st January 1907 became part of the North Western State railway 
system. 
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88. Parchase of the Uoakhali railway.— In Part I, paragraph 64, 
of the Sumraary of Lord Ourzou’s administration reference was made to negotia- 
tions then in progress for the purchase of theNoakhali (Bengal) branch railway, 
which is 34-90 miles long and on the metre gauge. The purchase was conclud- 
ed in 1906 for the sum of £115,000, and, with effect from 1st January 1906, 

the Assam-Bengal Railway Company are working the line as an integral part 

of their system in accordance with the provisions of their contract with the 
Secretary of State for India, dated the 11th April 1906. 

89. Proposed purchase of the Hardwar-Pehra railway. — In para- 
graph 65, Part I of the Summary of LordOurzon’s adnainistration, reference was 
made to a proposal hy Government to purchase this railway. As stated therein 
the Company pressed for a modification of the terms of their contract, but their 
application was rejected, as the Government of India did not consider that 
they had made out a sufficiently strong case. Negotiations were then opened 
by the Company with a view to the line being purchased by Government 
outright, at the par value of the shares, plus the guaranteed interest to date 
of purohase and accrued excess profits. The Government of India would not 
accept these terms, but offered to lay tbe matter before tbe Secretary of State 
if tbe Company were prepared to sell their line for a sum equal to 26 times 
its average net receipts during the preceding three years. These terms were 
declined by the Company, and the question of the purchase of the line hy 
Government fell through. 

90. Barjeeliug-Himalayan railway. — Under clause 22 of the contract, 
dated the 19th April 1879, between the Secretary of State for India and the 
Barjeeling-Himalayan Railway Company, power was reserved to Government of 
exercising the right to purchase the line in May 1909, by serving the Company, 
on or before the 4th May 1908, with twelve months’ notice of termination of 
the contract. It was, however, decided not to serve the notice, and to allow 
the existing terms and conditions of the contract to continue for a further 
period of ten years, viz.^ to May 1919. 

91. Closing of the That^u-Buyinzaik railway for traffic. — The 
Irrawaddy Rlotilla Company having represented to the Government of Burma 
that on the opening of the Burma Railways Company’s more rapid route to and 
from Moulmein, via Martaban, the traffic carried by their Flotilla would cease, 
that their launches between Moulmein and Duyinzaik could hope for little or 
no intermediate traffic, and that, when the through passenger and goods traffic 
between Thatdn and Moulmein was diverted to the Burma railways, their 
launch and train service could only he continued at a very heavy loss, the 
Local Government agreed to the Thatdn-Ruyinzaik rail-way being closed for 
traffic after 16th November 1907. This was accordingly done. 

92. Fntxire working and management of the Morvi railway.— The 

question having been raised whether circumstances were such as to call for any 
alteration in the existing management of the Morvi railway— the property of 
the Thakor Saheb of Morvi— the Government of Bombay proposed in September 
1907, and in February 1908 tbe Government of India concurred in tbe views of 
the Local Government, that the line should be worked for some time on the 
present “ooaHtion” system applicable to aU the other Native State lines in 
Kathiawar, at least until the whole possibilities of the Kathiawar railway 
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system could bo gauged, when Government would be free to accept suob 
other arrangement as the States might then be found to prefer, and which 
Government might, with fuller knowledge, be able to approve. 

It was suggested to the Government of Bombay that in carrying the pro- 
posal into efiEect, the Thakor Saheb should be called upon either to comply with 
the terms of the agreement accepted by him in 1889, by which he agreed to 
enter into whatever scheme of management the Government might decide to 
adopt for the metre gauge lines of Kathiawar on the expiry of the existing 
agreement for the Bhavnagar-Gondal-Junagad-Porbandar railway, or to show 
cause why the agreement should not be complied with. 

In December 1908 a memorial, dated July 1908, by the Thakor Saheb of 
Morvi, was received from the Government of Bombay, in which His Highness 
protested against the inclusion of the Morvi railway in the coalition ” of 
railways in Kathiawar. In Pebruary 1909 the Government of India, after 
reconsideration of the case, were of opinion that the Thakor Saheb should not be 
compelled to give up the separate management of his rail way until the conditions 
of working the ** coalition ” lines had been so re-arranged as to be acceptable to all 
parties. When a satisfactory scheme had been settled for working the Kathiawar 
system of railways, the Government of India considered that His Highness might 
reasonably be moved to fall in with the general scheme. But until that time 
arrived they were not prepared to enforce the fulfillment by His Highness of 
the agreement concluded by him in 1889. In these circumstances the Bombay 
Government were requested to investigate, at the earliest possible date, the 
present system of working the coalition ” lines and the feasibility of re- 
arrangement of conditions which would be satisfactory to all parties. It was 
added that Sir T. R. Wynne, President of the Railway Board, was prepared 
to visit Kathiawar in April 1909 in order to assist in the enquiry, and, should 
this be in accordance with the wishes of the Government of Bombay, details 
should be arranged in direct communication with him. As the outcome of this 
suggestion the President was asked by the Bombay Government to undertake 
the necessary negotiations and investigations, with the object of bringing about 
a working ** coalition ’* satisfactory to all parties. He accordingly proceeded to 
Kathiawar at the end of June 1909 and discussed the situation generally with the 
members forming the Railway Board of Control and, individually, with the Chief 
and Dewan of each State, except Junagad where the interview was with the 
Dewan only, and as a result of his visit the President submitted a report, dated 
the 10th July 1909, to His Excellency the Governor of Bombay. 

After dealing with the different schemes that had been suggested, the 
report stated that only two deserved consideration, vist : — 

(*) a combination of the whole of the railways in Kathiawar, including 
Morvi, on the basis of a joint purse ; 

(ii) separate working of each railway by each State. 

Scheme {ii) was recommended as the only one which would remove present 
difficulties, meet the wishes of the Chiefs and work smoothly in the future. It 
would not necessitate Government forcing on the Chiefs a scheme of working 
of which the majority disapproved and which it would be difficult to arrange. 
Eurther it had the advantage that, while meeting the views of the Chiefs, it 



enabled Government, in return for tbe liberty given to each State to work its 
line itself, to fix conditions of working which will prevent future trouble arising 
and provide for its settlement if it does arise. It would also bring the Thakor 
Saheb of Morvi under control from which he is at present entirely free. The 
report also formulated the conditions under which each State should be allowed 
to work its own line. 

The Kail way Proprietors having unanimously accepted Sir T. K. Wynne’s 
proposals for the separate management of their respective lines and agreed, sub- 
ject to certain modifications, to the conditions laid down by him for such work- 
ing, the proposals were considered by the Government of India in the Poreign 
Department, and, in June 1910, it was decided that the best means of overcom- 
ing the difficulties experienced in working the present system, was to 
sanction a system of separate working of each railway by its owner or 
owners. Sanction to the proposal was given on the understanding that, 
as a condition precedent to the introduction of the new scheme, the claims set 
up by the members of the present ** coalition ” against each other should 
be waived. The Government of Bombay were furnished with a statement show- 
ing (a) the original conditions for working proposed by Sir T. K. Wynne ; (6) 
the modifications suggested by the Proprietors of the railways ; (p) the views of 
the Government of Bombay thereon, and (d) further notes by Sir T. K. Wynne in 
which he suggested the final form the conditions should take. It was stipulated 
that proposals for the construction of a new line, or extensions to existing lines, 
must be considered from a political point of view before they come under the 
consideration of the Kail way Board, since there were no grounds for a departure 
from existing practice in this respect, and, therefore, all that seemed necessary was 
to substitute the Government of India for the Kailway Board as the sanctioning 
authority in the draft conditions. Similarly, the exercise of the powers which, 
under two of the conditions, it was proposed to confer on the Kailway Board, 
were required clearly to be made conditional on the previous sanction of the 
Government of Bombay, and a proviso to thfe effect inserted in the draft condi- 
tions. With these modifications the Government of India were of opinion that 
the recommendations of Sir T. R. Wynne might be accepted. Pinally the 
Government of Bombay were desired to fix a date, without delay, for the intro- 
duction of the separate working of the several railways, and the 1st January 
1911 was suggested as a suitable date for the purpose. The Local Government 
was further informed that the Railway Board would be prepared specially to 
depute an officer to assist the different States in organising their arrangements 
for separate working, and to help them for a time after they have undertaken 
the working of their respective railways. 

93. Working of the iCTagda-Muttra railway by the Bombay, 
Baroda and. Central India railway as a provisional measure. — On the 

15th Pebruary 1908 sanction was accorded, as a purely provisional measure, for 
the working hy the Bombay, Baroda and Central India Railway Company of 
sections of the Nagda-Muttra railway as opened for traffic, and, pending settle- 
ment of a permanent agreement, it was agreed in September 1909 that the entire 
line, when opened, should be worked on terms similar to those agreed upon in 
Pehruary 1908, with certain modifications of those terms. The line was opened 
throughout on 1st October 1909, and the terms of the permanent agreement 
are now under consideration by the Secretary of State. 
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94. Rearrangement of the railways in Southern India on the 
termination of the Madras Railway Company's contract on the 31st 
December 1907. — The contracts of the Southern Mahratta and Madras railways 
having approached the period at which it was open to the Secretary of State to 
exercise the option of terminating them, it was decided to tahe advantage of the 
opportunity and to rearrange the railway systems of Southern India. Proposals 
were, therefore, submitted to the Secretary of State under which the Madras 
railway system would be absorbed by the Southern Mahratta and the South 
Indian railways. As an outcome of the resulting negotiations the following 
arrangement was finally decided on and accepted by the Southern Mahratta and 
South Indian railways: — 

The former railway-— 

(i) absorbed the whole of the Madras railway system, with the exception 

of the J alavpet-Mangalore section and branches thereof ; 

(ii) took over from the South Indian railway- 

la) the Katpadi-Dharmavaram section ; 

(6) the Pakala-Gudur section. 

The South Indian railway acquired the Jalarpet-Mangalore section of the 
Madras railway and branches thereof, with running powers from Jalarpet to 
Madras and Bangalore and certain rights regarding the quotation of rates. 

These arrangements were given effect to on the 1st January 1908, the 
enlarged Southern Mahratta railway changing its designation to the “ Madras 
and Southern Mahratta railway,” 

The object aimed at in this scheme of redistribution was to proride the two 
systems with spheres of operation within which they would be free to develop 
trade and to build extensions without the risk of creating conflicting interests, 
and to reduce to a minimum competition of an undesirable nature, while at the 
same time ensuring equal treatment to the seaports of Vizagapatam, Cocanada, 
Masulipatam, Madras and Mormugao and the northern ports. It is also expected 
that the rearrangement will be productive of good to the trade of the Presidency 
as a whole, and will at the same time conduce to the economical and efficient 
working of the railways in Southern India. 

95. Througli metre gauge connection between Northern and 
Southern India- — A. meeting of the Railway Board was held at Hyderabad in 
July 1905 to hear the views of the various parties interested in the question. 
After careful consideration the Railway Board recommended the construction 
of the following lines : — 

(а) from Khandwa, via Akola and Hingoli, to the vicinity of Nanded; 

(б) from Hyderabad to Guntakal, via Klurnool and Kurnool Road. 

The Railway Board’s recommendation was accepted by the Government 
of India, and it was agreed that the Nizam’s Guaranteed State Railways Com- 
pany should construct those portions of the metre gauge link which would lie 
within the territories of Hyderabad proper. 

The Kumool Road-Kurnool section of link (5) has since been con- 
structed by the Southern Mahratta railway with funds supplied by Gov- 
ernment. 
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It lias also been decided that the junction of link (a) with the Ilyder- 
ahad'Godavari Valley railway should he at Puma, instead of at Nanded, and 
the construction by the Nizam's Government of the section from Puma to 
Hingoli situate in Hyderabad territory has been sanctioned. 

96. Metre gauge extension into ‘KaracM- — This question arose in 
connection with an application from a private firm to form a company for the 
construction of certain light railways on the S' Sf-" gauge in Power Sind, mfer 
alia, a line from Hyderabad (or Kotri) to Karachi. The Railway Board held 
that, although the scheme was one which would very likely be carried out 
eventually, there was no immediate necessity for it, as the present double 
track 5' 6" gauge lino from Kotri to Karachi was able to deal with all the 
traffic interchanged with the metre gauge line at Hyderabad. They also 
advised Government that, when the necessity for the extension of the metre 
gauge to Karachi should arise, the extension should be constructed by the State 
for the following reasons : — 

(i) that the extension would, at that time, probably be a very profit- 

able one ; 

(ii) that it would be reasonable for Government to retain the revenue 

that would be diverted from the North "Western State railway if 
the metre gauge had direct access to the port ; and 

(iii) that it would be advisable for Government to retain a controlling 

power in respect to rates that might be quoted in competition 
with other existing routes to ports. 

The views of the Railway Board were reported to the Secretary of State 
in 1907 and accepted by him. 

Since then the question has, from time to time, been reopened by the 
Promoters ; but as no new arguments in support of the scheme have been 
adduced by them their proposals have been rejected. 

97. Bombay Harbour branch railway. — This branch line, on the 6' &' 
gauge and 7 46 miles in length, is part of a large project to connect the Great 
Indian Peninsula and Bombay, Baroda and Central India railways with the 
Hocks in Bombay and to provide other terminal facilities, the whole project 
being one that had been recommended by a Commission appointed in 1899 and 
accepted by the Secretary of State in 1900. The commencement of work on the 
project was sanctioned by the Secretary of State in 1906. The estimated cost 
as at present known amounts to Rs. 62,20,930. The line is expected to be ready 
for opening shortly. 

98. Bridging of the Lower Ganges- — In January 1907, at the suggestion 
of the Secretary of State, a Committee of six members was appointed to consider 
and report on the following schemes 

(i) the erection of a bridge at Sara, which would link up the metre and 

broad gauge sections of the Eastern Bengal State railway ; 

(ii) the provision of a bridge at Godagari, which would more directly 

serve the interests of the Bengal and North-Western railway ; 

(iii) the scheme suggested by the Railway Board for the construction 

of a bridge at Rampur-Boalia, connected by short links with the 



55 


nearest stations on the Eianaghat-Katihar and 3Eastern Bengal 
State railways, and affording direct access to Calcutta by means 
of a new metre gauge line to be laid via Meherpur and Ranaghat ; 

and, at the same time, to express their views on the general question of 
bridging the Lower Ganges. 

The Committee submitted their report in April 1907, and their main recom- 
mendations were— 

(а) that the metre gauge should not be extended south of the Ganges; 

(б) that the bridge should be built at Raita, about five miles from Sara, 

and should be designed for a double broad gauge track j 

(c) that the connecting links necessary for the Raita scheme should be 

made; and 

(d) that the general arrangements suggested for transhipping should be 

accepted. 

The Government of India agreed to these recommendations, and, in 
forwarding the Committee’s report to the Secretary of State, asked that they 
might be accepted as the final dictum in settlement of the question of 
bridging the Lower Ganges. At the instance of the Secretary of State the 
question of the site for the Lower Ganges bridge was again considered in August 
1908 by a Committee of five expert engineers, who unanimously recommended 
a site in the vicinity of Sara as the most suitable one for building and 
maintaining the proposed bridge. The Committee’s report was duly submitted 
to the Secretary of State, who, on the 4th October 1908, finally decided in 
favour of Sara as the site for the construction of the project. The necessary 
notification has since been made and preliminary operations have been com- 
menced under the direction of Mr. R. R. Gales, F. C. H., as Engineer-in-Chief . 
The site of the bridge has been fixed 3 miles below Sara. Land has been leased or 
acquired for quarries and brickfields, and the collection of pitching stone and 
briokburning operations have been started. “Waste and arable land has been 
acquired on both sides of the Ganges at the bridge-site, and homestead land is 
under acquisition. The type of bridge and method of construction have been 
decided, and plant is under order in England, It has been decided to construct 
the bridge for a double broad gauge line. 

99. Bombay-Sind connection. — In January 1908 the Secretary of State 
confirmed the decision arrived at by the Government of India regarding the 
route to be adopted for the proposed railway connection between the Bombay 
Presidency and the Province of Sind, viz.» a route, north of the Runn of Cutch, 
from Viramgam on the Bombay, Baroda and Central India railway, via Radhan- 
pur, Suigam and NagarParkar, to Badin on the North Western State railway. 
A detailed survey of this route was carried out in 1907-09, and the Secre- 
tary of State was addressed in March 1909 as to the necessity, from the 
military point of view, for constructing this connection, and asked that it 
might be included in the Railway Programme as soon as possible. In reply His 
Lordship expressed the view that the existing political situation had removed 
the necessity for the line for military purposes, and that, as its construction 
could not be justified on commercial grounds, it should not be provided for in 
the Railway Programme at present. 



100. Itarsi-B'agpur railway. — Sanction to the constrnction, as an 
integral part of the Great Indian Peninsula railway, of the Itarsi-Nagpur railway 
connection, with a branch to the Pench Valley coal fields at Purasaia, was 
notified in June 1908. A final location survey of tbe line, which is 236'90 
miles long, has since been made by the Great Indian Peninsula railway, 
and construction work has been commenced from the Itarsi end towards Ami a 
and on to Purassia. This line forms a link in the through connection of the 
northern and southern systems of railways on the standard gauge, 

101. Kalimati-Gornmahisani railway. — ^This branch line, on the 6' 6" 
gauge and 44*00 miles in length, is intended to provide facilities for the carriage 
of ore to the Iron "Works of the Tata Steel and Iron Company at Kalimati. 
Construction work, which was sanctioned in 1908, is being pushed on by the 
Ben gal -Nagpur Bailway Company, and the line is expected to be ready for 
opening by January 1911. 

102. Military railways *• ISTorth Western State railway ; Loi-Shil- 
man hrancll. — This railway was proposed on strategic grounds in 1904. The 
Secretary of State, in approving of a survey of the line, remarked that tbe con- 
struction of tlie railway would have to be considered, not exclusively from tbe 
strategical point of view, but also in tbe light of our political relations with the 
Kabul Government. In J une 1905 the Government of India telegraphed to 
the Secretary of State that it vras proposed to construct tbe line, via Warsak 
and the Loi-Shilman nullah, to the top of the Shilman Gbakke Pass with as 
much rapidity as possible, leaving the alignment onwards for future decision in 
the light of our relations with the Amir. In reply the Secretary of State sanc- 
tioned the immediate commencement of work on the first section of the line 
commencing from Kacha Garhi to mile 800, a length of 22*9 miles, and desired 
that the question of the alignment from that point onwards should be further 
considered. 

The commencement of work on the project was accordingly sanctioned in 
November 1905 and tbe necessary provision of funds was made in tbe annual 
Bailway Programmes ; but in December 1908 the Secretary of State intimated 
that he was not prepared to sanction any more expenditure on this project until 
he bad received the further views of the Government of India on the large 
increase in the estimated cost of the line, as also on the existing political condi- 
tions. W ork on the line has therefore been suspended until further orders. 



67 

IMPOBTANT BAILWAY WOBKS COMPLETED. 

Baitjohistan Agency. 

103. ETorth Western State railway; Quetta-Kusliki sectiou-^TLis 

section of the North Western. State railway leaves the main line at Spezand, 
between Sibi and Quetta, descending from there, in a south-westerly direction, 
to the important strategical position of Nushki, the total fall being about 2,600 
feet. There are two tunnels on the line, namely, the Nishpa and the Sheikh 
Wasil, of lengths of about 2,693 and 365 feet, respectively. Commencement of 
work was sanctioned in August 1902, and the line, 8B’29 miles in length on 
the standard gauge, was opened for passenger trafdoonthe 16th November 1905. 

BENGAIi. 

104. Beugal-Hagpnr railway ; Midnapore-Jharia extension. — The 

section Bhojudih to Gomoh in the Jharia coal district, 25‘4il miles long, with a 
branch from Mohuda to iMIalkera, 3*40 miles in length on the 6' 6" gauge, was 
opened to traffic on the 1st January 1907. The line crosses the Damodar river 
by a bridge consisting of 3 spans of 160 feet, 2 spans of 100 feet, 12 spans of 40 
feet and 14 spans of 20 feet. 

105. Eastern Bengal State railway ; Marshidabad branch. — The 
Murshidahad branch of the Eastern Bengal State railway runs from 
Banaghat, via Bhagwangola, to Lalgola, a distance of 94*33 miles on the 
standard gauge, and crosses two navigable rivers, the Ohurniand the Jellinghee. 
The section Ranaghat to Bhagwangola, 88*43 miles long, was opened for traffic 
on the 20th September 1905 and that from Bhagwangola to Lalgola, a length of 
6*90 miles, on the 1st January 1906. 

106- Bast Indian railway ; Gya-Barabar Chord. — The section of the 
Grand Chord line, Manpur to Paharpur, 17*42 miles in length, was opened to 
traffic on the 15th August 1906, and the section Paharpur to Bhanhaid, 103'71 
miles long, on the 1st January 1907. With the opening of this latter section the 
whole of the Grand Chord railway, 281*40 miles long, the shorter route 
between Calcutta and Bombay and Upper India was introduced on the East 
Indian railway, the difference in length between the new and old routes 
being 51 miles. 

On the section Paharpur to Bhanhaid there are 3 tunnels, all of which 
have been taken out to the full section for double line. There are also 6 impor- 
tant bridges, «?««., the Katri, 6 spans of 30 feet arches ; Kherua, 6 spans of 60 
feet girders ; Barsoti, 6 spans of 60 feet girders ; Barakar, 8 spans of 60 feet 
girders, and Akto, 6 spans of 60 feet girders. 

Besides the above there are three bridges on the hill section between 
Gujhandi and Gurpa, each consisting of three arched masonry spans of 67 feet. 

Bombay. 

107. Matberau Ligbt railway .“—The construction of this hill railway, 
12*61 miles long on the 2' 0" gauge, under a concession granted by the 
Government of Bombay to Sir Adamjee Peerbhoy, was sanctioned in Jxzly 
1904. The line, which connects Neral station on the Great Indian Peninsula 
railway with the hill station of Matheran, was opened to public traffic on the 
22nd March 1907. It is worked by the Great Indian Peninsula Railway 
Administration. 
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Bxtbma. 

108. Burma railways ; Pegu-Moulmein extension.— The construc- 
tion of this extension, a distance of 121*27 miles, was sanctioned by the Secret- 
ary of State in November 1903. The line was completed and opened to public 
trafOic on the 25th September 1907. 

There are several important bridges on this railway— -one over the Sittang 
river consisting of 11 spans of 160 feet girders. 

This line affords through communication by railway between the seaports 
of Bangoon and Moulmein. 

Easxebk Bekoaii and Assam. 

109. Eastern Bengal State railway; Katihar-Godagari exten- 
sion. — The project for this line, which is an extension of the metre gauge 
portion of the Eastern Bengal State railway, was sanctioned by the Secretary of 
State in April 1905. The line was completed and opened for passenger trafiBlo 
on the 1st January 1909. 

This extension, with a ferry at Godagari, in conjunction with the 
line recently built from Banaghat to Balgola on the south bank of the Ganges, 
affords a direct route to Calcutta for traffic from the metre gauge system lying 
north of the Ganges and west of Katihar Junction. 

110. Eastern Bengal State railway; Gauliati extension.— This 
extension, 147*76 miles in length, connects the Eastern Bengal State railway 
metre gauge system with the Assam-Bengal railway system by means of a 
ferry over the Brahmaputra river at Gauhati. The project was sanctioned for 
construction in December 1902, and the extension was opened to public traffic 
by sections as follows : — 

Golakgauj to Kokrajhar ... ... 86-75 miles, on 1st Februaiy 1906 ; 

Kokrajbar to Sorbkog ... ... 89-73 miles, on 1st November 1909 ; 

Sorbbog to Gaubati ... ... nailes, on 1st January 1910. 

MaDHAS and SOTrTHBRN INDIA. 

111. Nilgiri railway ; Coonoor-Ootacamund extension.— The con- 
struction of this extension, which was sanctioned by the Secretary of State in 1903, 
was carried out by the State. The line was opened for traffic on the 16th Octo- 
ber 1908. This long desired extension has given the Nilgiri railway its proper 
objective, Ootacamund, which is the summer head-quarters of the Government 
of Madras. Under the redistribution of railways in Southern India, which was 
effected on the lapse of the late NCadras Bailway Oompany*s contract, the 
working of the Nilgiri railway has been made over to the South Indian railway 
Administration. 

119. South, ludiuu ruilwuy ; Azhikal-Muugaloro cxteusiou.— The 
construction of the Azhikal-Mangalore extension on the 6' 6" gauge was sanc- 
tioned in 1902. 

The extension was opened to traffic by sections as follows : 

Azbikal to Hosdrag ... ... 84.-75 mhes, on ZJst August 1906 ; 

Hosdrug to Kasaragod ... 14*22 miles, on 1st October 1906 ; 

Kasaragod t6 Knmbla ... ... 7-61 miles, on 17tb November 1906 ; 

Kumbla to Mangalore ... ... 20*69 miles, on 8rd July 1907. 

The important bridges on the line are the Balipatam, 12 spans of 100 feet 
Pratt truss girders with deck ; the Palayangadi, 7 spans of 60 feet plate girders; 
the Oharvattur, 14 spans of 40 feet ; and the Payasavali, 12 spans of 100 feet 
Pratt truss girders with deck. 
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113- SoiiUi Indian railway extension to Mauaar : Indo-Ceylon 
railway connection. — During the years 1906-08 the South Indian Railway 
Company extended their Pamban branch from Pamban, on Rameswaram Island, 
to Dhanushkodi, the southernmost point of the island, a length of 18*26 miles. 
To establish through connection with Ceylon, therefore, the following links are 
required 

(а) the extension of the Ceylon railways to Man aa r ; 

(б) the establishment of a ferry between Dhanushkodi and Manaar ; 

(c) a railway connection between Mandapam, the terminus of the 
South Indian railway on the mainland of India, and Pamban, 
the nearest point on the island of Rameswaram. 

As regards (a) the Ceylon Government have completed the survey of a 
line to Manaar, and it is imderstood that construction will be pushed on as 
quickly as possible ; as , regards (6) the South Indian Railway Company are 
considering the question of establishing a steam ferry service ; as regards (c) 
the proposals of the Board of Directors of the South Indian Railway Com- 
pany for the construction of an open viaduct across the Pamban Channel, with 
a swing bridge for the use of shipping still using the Pamban Pass, have recently 
been approved by the Secretary of State. It has also been decided that the 
viaduct and swing bridge shall be built for the metre gauge, and preliminary 
work on the scheme has been commenced. 

Punjab, Sins and the Wobth-Wjsst Pbontibb. 

114. North Western State railway ; Jech Doah branch, Southern 
section. — ^The Southern section of the Jech Doab branch. North Western 
State railway, on the &' &' gauge, from Sargodha to Shorkot Road on the Dyall- 
pur-Khanewal railway, a distance of lOSJ miles, was sanctioned for construc- 
tion in September 1903 and opened for traffic on the 11th June 1906. The object 
of the line is to serve the lower portion of the Jech Doab between the Jhelum 
and Chenab rivers, which is being colonised in connection with the Jhelum Canal 
irrigation scheme, and also to open up the country on the east of the Ohenab, 
which is being brought under cultivation with the extensions of the canals in 
the irrigation scheme from that river. The only important bridge on the line 
is that over the Chenab river, 11 spans of 200 feet girders. 

115- North Western State railway ; doubling of the Samasata- 
Rohri section. — ^The doubling of the section of the North Western State 
railway, Samasata to Rohri, a length of 208*50 miles, was sanctioned on the 3rd 
January 1906 and was opened to traffic in sections as follows : — 

Samasata to Khanpur ... ••• 76^ miles, on 2nd April 1907 ; 

Kbanpur to Keti ... 62^ miles, on Srd April 1907 ; 

Eeti to Robri ... ... 70 miles^ on 1st June 1907. 

116- North Western State railway ; conyersion of the Nhnshal- 
garh'Nohat section.— The Khushalgarh-Kohat-Thal line was originally con- 
structed as a light military railway on the 2' gauge, with an aerial cableway 
across the Indus. In 1903, on the recommendation of the Government of 
India, the Secretary of State sanctioned the conversion of the Elhushalgarh- 
Kohat section (33*23 miles) to the 5' 6" gauge with a permanent bridge over 
the Indus at Khushalgarh. The converted section and the new bridge were 
opened to public traffic on the 6th Januairy 1908. 

The bridge, which was designed by Messrs. Rendel and Robertson, Consult- 
ing Engineers to the India Office, consists of two spans — on the east side a span 
of 303 feet, called the “ anchor ” span, and on the west a cantilever span of 471 
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feet : each of the cantilevers of the latter span is 104' 8" in length and connected 
by a *' slung ’* girder of 261' 8" span. The bridge carries a single track 
of 6' 6" gauge on the top, and a roadway below on the bottom boom. 

117. Southern Punjab railway ; Ludhianaextension— The Ludhiana 
extension of the Southern Punjab railway connects Perozepore Cantonment 
with Ludhiana to the east and Perozepore City with MacLeod Ganj to the south- 
west— the link between Perozepore City and Perozepore Cantonment stations 
consisting of some two miles of existing North ‘Western State railway line. The 
extension is on the 5' 6" gauge and 163^ miles in length. It was sanctioned for 
construction in November 1903 and opened for traffic in sections as follows : — 

Perozepore to Ludhiana ... ... 75*90 miles, on 1st October 1905 ; 

Perozepore to MacLeod Ganj ... 77‘45 miles, on 10th February 1906. 

118. Sutlej Valley railway. — Iii September 1908 tbe Secretary of State 
sanctioned the construction, by the Southern Punjab Railway Company, of a 
line of railway on the 6' 6" gauge from Kasur to Lodhran, a distance of 209*40 
miles, as an integral part of the Southern Punjab railway. The object of this 
line is to serve that portion of the extensive and fertile Loab formed by the 
rivers Ravi and Sutlej. The line was opened throughout for traffic in July 1910. 

Rajptjtana. and Cbnthal India. 


119. Jodhpur-Bikauer railway ; Degana-Hissar extension. — This 
extension, on the 3' Sf’ gauge and 197 miles in length, the construction of 
which was sanctioned in June 1908, has been undertaken jointly by the Jodh- 
pur and Bikaner Durbars, Por the most part it passes through a tract of 
desert country, and, while protecting the area from famine, will serve many 
impOrtanttowns, on or near its route, inhabited by the wealthy Marwari trading 
community. 

^•'The following sections were opened to public traffic as completed • 

Degana-Sujaugarh ... ... 62*50 miles, on 16th September 1909 j 

Sujangarh-Ratangarh ... ... 28*16 miles, on 2nd February 1910 j 

Katangarh-Churu ... ... 26*00 miles, on 22nd May 1910. 

Work on the remaining section is in progress. 

120. Nagda-Muttra railway. — This line, on the 6' 6" gauge and 339*35 
miles in length, was sanctioned b y the Secretary of State in 1906 and its con- 
struction was carried out by State railway engineers. It was opened to public 
traffic as each section was completed, as follows : — 


Nagda-Morak ... 

Morak-Kotah City 
K.otah City-Kotah J unction ... 
XLotah Junction-Siwai Madhopur 
Siwai Madbopur-Hindaun City 
Hindaun City-Mnttra ... 


101*51 miles, on 16th July 1907 ; 
36*12 miles, on 26th February 1908 ; 

8*48 miles, on 1st May 1909 ; 
67*88 miles, on 1st July 1909; 

65*84 miles, on 1st October 1909 ; 
66*02 miles, on 8th July 1909. 


There are several important bridges on the line, those over the Ohamhai 
river, 14 spans of 100 feet and 2 spans of 60 feet, and the Banas river, 3 spans of 
160 feet, 1 span of 60 feet and 6 spans of 40 feet being the most worthy of notice. 

This railway coimection, which provides the shortest through route on the 
standard gauge between the port of Bombay and the United Provinces of Agra 
and Oudh and the Punjab, serves a rich grain-producing country and traverses 
twelve Native States in Central India and Rajputana, the trade of which is ex- 
pected to largely develop. Its protective value is also great as a feeder and distri- 
butary in the event of the recurrence of the severe famines from which this 
part of the country has suffered in the past. 
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Tlie Kotah.-Baraii braucb. of this railway, 40 miles long— which was con- 
structed at the same time to form a connection between the Nagda-Muttra 
railway and the Bina-Goona-Baran branch of the Great Indian Peninsula 
railway — was opened to public traffic on the 1st May 1909. 

United Pjjoyinoes of Agra and Otjdh. 

121. Benares-Allahabad railway. — The construction of the Benares- 
Jhiisi section of this line, (71‘50 miles), with a branch from Madhosingh to 
Mirzapur Gh^t, (6 miles), as a part of the Bengal and North-Western railway 
system, was sanctioned by the Secretary of State in 1907. The Mirzapur branch 
was opened for traffic on the 21st March 1909, and the main line, from Benares 
to Jhdsi throughout, on the 21st April 1909. The extension on the metre gauge, 
from Jhdsi to Allahabad, by means of a separate bridge across the Ganges, is 
under construction. 

122. East Indian railway direct access line to Belanganj station 
at Agra. — The proposal of the East Indian railway to establish a goods and 
passenger station at Belanganj, Agra, and to construct a new bridge over the 
Jnmna with aviaduct through the bazaar, received the approval of the Secretary 
of State in July 1904. The line, which is 1*7 6 miles long, was opened to public 
traffic on the 1st January 1908. 

The bridge consists of 9 spans of 164 feet, and one land span of 40 feet at 
each end. It carries a single broad gauge track above and a cart road below. 
The bottoms of the girders are 11 feet above high flood level, and a clear head- 
way of 13 feet is provided over the Strand Road. 

The viaduct extends from the west abutment of the bridge to the east 0 !?® 
the station yard. It is made up of 8 arches of 21 feet span, 48 arches of about 
20 feet, 6 arches of 19 feet, 1 of 12 feet and 1 of 6 feet spans, and 4 girder 
overbridges. 

123. Oadh and Bohilkhand State railway: Allahabad-Jauupur 
section. — The 5' 6" gauge railway from Pbapbamau station ontheAUahahad- 
Eyzabad railway, near Allahabad, to Zafarabad on the Oudh and Bohilkhand 
State railway, was sanctioned for construction in October 1903. The first 
portion, Phaphamau to Mariahn, 47 83 miles in length, was opened to traffic on 
the 18th June 1906, and the remainder, a length of 10*78 miles, with a tempo- 
rary pile bridge over the Sai river, on the 1st January 1907. The permanent 
bridge over the Sai river, which consists of 8 spans of 84^ feet, 4 spans of 61| 
feet and 2 spans of 20 feet, was opened to traffic on. the 27th June 1907. 

124. BoMlkund and Knmaon railway; BareiUy-Soron extension. — 

The line from Bareilly to Soron is on the metre gauge and 56|- miles in length, 
and was opened for traffic on the 29th January 1906. The bridge over the 
Ganges at Kachhla Gha,t consists of 20 spans of 100 feet girders. Pour miles 
from Bareilly Junction the metre gauge line crosses the Bamgunga river over 
the existing Ondh and Bohilkhand State railway bridge of 33 spans of 60 feet 
and 1 span of 72 feet. The completion of this branch line connects the metre 
gauge system of the Rohilkund and Kumaon railway at Bareilly with the metre 
gauge system of the Bajputana-Malwa railway at Kasganj. 
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EAILWAY WOEKS OF LESS IMPOETANCE. 

125 . The following is a list of railways not otherwise mentioned in the 
Summary, hut which have heen completed during the Viceroyalty of the Earl 
of Minto 




Len^tli in 
miles. 



Bukhtiar^ore-JBehar Light railtoag^ 


Behetv to Silao »»• 


2^ e" 


Baraset^Basirhaf Light railway * 

BasiiLat to Chingiigbata (Hosanabad) 

Beliagbata to Patfcipoober ... ••• ... 

Bengal and l^orth- Western railway^ 
Bairagnia to Shikarpur (Naikatiaganj)..* 

Baraii Gkat to BHagalpnr •»« I 

Bettiab to Bagaba *«« t»* 

Daronda to Maharajgunj »•« ••• I 

Gorakhpur to Bagaha »•« ••• I 

Mansi to Bhaptiahi »»• »•« I 

j New np line between Baranni and Baohhwara 
Sabarsa to Budbam Gb^t ••• 

Savan to Tbawe I 

U ska Bazar to Tulsipnr ... ... 

Bengal^Bfagyur railway* 

New up lines from Deulti to Boopnaiain Bridge, 
east end, and fiom Kolagbat station, west end, to 
Machada station, east end* 

Pumlia to Ranobi ,,, 

Bast Indian railway, 

Barakar to Cbandipore Block Hut ••• 

Kbnrja to Hapur **• i»« I 

New up line from Dbanbaid to Sbampur Block 
Hut. 

New down line from Cbandipore Block Hnt (mile 
144 68) to Mugma (mile 140 90). 

New up line fiom Gujbandi to Gnrpa 

Ondal to Saiutbia »•« I 

Shikobabad to Earukliabad.,, 

JSastern Bengal State railway, 

Lalgolato LalgolaGbat ••• 

New double line from Kakurgacbi to Tiljala Cabin 

New quadruple line from Pam Dum Junction to 
SakurgaobL 


2 ' 6 ’ 
2' 6'' 


3 ' 33 ^ 


3' sr 
3' sr 

3' sr 

3' 33^^ 

3' sr 
3' sr 

3' 3r 
3^ 3r 


5' 6* 


2' 6'^ 


5' 

6' 6*^ 

6' 6’ 


5' 6^ 
5' G** 

6' 6'* 


5' G'' 

6' G* 


6' 6*^ 
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Serial No. 

Proviuce. 

Bailway. 

Length in 
miles. 

Gauge. 


Bengal. 

JBLowraTi^Amta Light railway* 





26 

»* 

Jagatbullabpur to Obampadatiga extension 

••• 

9-00 

2' 

0" 


Bombay* 

Larsi Light railway* 





27 

»» 

Baisi Road to Pandharpur and Bars! Town to 
Tadwalle. 

56-95 

2' 

er 



JBomhay, Baroda and Central India railway* 





28 

9» 

Cambay station to Cambay port (Taiapur- Cambay 
railway). 

r39 

6' 

6" 

29 

»i 

Kheralu-Varetba (Qaek war’s) ... 


7-73 

3’ 

3i’ 

30 

99 

Manund Road-Chanasma-Harij and Chanasma- 
Becbraji (Gaekwar’s)* 

38-11 

3' 

CO 



Cutch State railway* 





31 

99 

Tuna to Bhuj ... 

••• 

36-78 

2’ 

6^ 



Great Indian JPeninsula railway* 





32 

99 

New doable line from Kbandwa to Itarsi 

••• 

110-50 

5^ 

6" 

33 

99 

New double line f torn Lonavla to Poona 


38*82 

5' 

e'' 

34 

99 

Quadruple line from Bombay to Currey Road 


4 93 

5' 

6'' 



Madras and Southern Mahratta railway* 





35 

99 

Miraj to Sangli (Sangli Stale) 


5-77 

3' 

31* 


Burma. 

Burma railways* 





36 

99 

Henzada to Kyangln ••• •*• 


65*25 

3^ 

CQ 

37 

99 

New double lino from Dabein to PayatWnzu 

••• 

26-25 

3' 

sr 

38 

99 

New double line fiom Hlawga to Wanetcbaung 


12-25 

3' 

3r 

39 1 

99 

New double line from Thingangyun to Ledaunggan... 

11-50 

i 3’ 

1 

3r 

40 

0 e n t r al 
India. 

99 

Gwalior Light railway* 

Sabalgarb to Sbeopur Kalan ... 


66-42 

2' 

0** 

41 

Ce n t r a 1 
Provinces 

99 

JBengahNagyur railway* 

Gondia to Nagpur ... ••• 


147*57 

2^ 

6^ 

42 

99 

Howbagb Jabalpur to Jubbulpore ••• 


1*09 ! 

2' 

6" 

43 

99 

ITamptee to Ramtek ••• 

**• 

14-77 

6' 

6» 

44 

99 

Nainpur to Mandla «•« 

*«. 

26-70 

2' 


45 

ff 

Penck Valley (Ckkindwara-Baikubi) 

••• 

21-58 

2' 




Great Indian Feninsula railway* 





46 

99 

Warora-Chanda-Balkarskak 

«•« 

37-86 

5' 

e*' 


Eastern 
Bengal and 
Assam. 

AssawrBengal railway* 





47 

19 

Akhaura to Askuganj •»« 


19-50 

3' 

CO 



Eastern Bengal State railway* 





48 

99 

Forbesganj to Jogbani 

*** 

7-40 

3' 

sr 






6 ^ 


Serial No. 

Province. 

Hallway. 

Length in 
miles. 

Gauge. 


Madras. 

JBen^al‘Na£^pur railway. 





49 

s» 

Vizianagiam to Parvatipuraux ••• 

• • 

48 70 

5' 

6' 



Madras and Southern Mahratia railway. 





50 

t» 

Bezwada to Masulipatam ... ... 

• •• 

49-47 

3' 

31" 

51 

»> 

Dbone (Dronacbellam) to Kumool m* 


81 75 

3' 

3|’ 

52 


Korukkuppettai to Basin Biidge 

« & 

0-85 

5' 

6" 

53 

$» 

Wasbeimeapetio Basin Bridge 

... 

100 

6' 




South Indian railway. 





54 

f» 

Arantangi Quarry Siding (Tanjore Bistrict Board 
railway). 

3-90 

S' 

31' 

55 


Morappur to Dharmapuri (Pamine Protective line) 

... 

18-36 

2' 

6" 

56 


Tiiupattnr to Krisbnagiri (Famine Protective line) 

25.43 

2' 



Punjab. 

Kalha* Simla State railway. 





57 

»% 

Simla station to Bullock Train Terminus 

• •• 

0-45 

2' 

6" 



ITorth Western State railway. 





58 

*% 

Amritsar to Kasur ... ... 


64-92 

6' 

6’ 

59 


Cbiclioki to Jaranwala ••• ... 


4800 

5' 

6'' 


$9 

Lodhran to Kbanewal 


56-44 

5» 

e'" 

61 

$• 

New up line from Amritsar to Lahore 

• »* 

M-41 

6' 

6" 


99 

New double line from Lodbran to Samasata 


13*77 

5' 

S'' 

63 

99 

New double line fiom Amiitsar to Butari 


19-80 

’ 6' 


64 

99 

New double line from Lahore to Shahdara 

• •• 

6-26 

5' 


65 

99 

Shahdaia to Sangla 

••• 

66-67 

6' 

6’ 


Pajputana 

Dholyur^JBari railway. 





66 

99 

Dholpar to Baxi ... ... 

»•« 

19-62 

2' 

6^ 



J'aiyur State railway. 





67 

99 

Sanganer to Siwai Madbopur ... 


73-18 

3' 

3r 

68 

TJnited 

Piovinoes, 

99 

JBengal and Norths Western railway , 
Chupra to Mashrak ... 

• «a 

i 

26-32 

3' 

sr 



Mast Indian railway. 





69 

>» 

Etmadpur to Mile 829 

• a. 

1-11 

6' 

6" 

70 

99 

New double line from Mogbal Sara! to Mirzapur 

see 

37-78 

6* 

6"^ 

71 

99 

New double line from Allahabad to Subadargunge 

» 

2-40 

6' 

6'" 

72 

93 

New double line from Karcbana to Cbheoki 

f •• 

5-20 

6' 

6* 

73 

99 

Cabin at Moghal Saiai to Beobupur 

119 

5' 

6'' 



Great Indian MeninsvZa railway. 





74 

t> 

Koai to Sanket (Agia-Dellu Cboid) 


6-06 

1 

6' 

6"" 
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Serial No* Province. Kailway. Length in Gauge. 

miles. 


United 

Piovinces. Oudh and ItoMthhand State railway* 

75 ,y Balamau to Sitapur ... «•« I 34 12 I 5' 6^' 

76 ,9 Madhoganj to Sandi ... ... ... 17 04 5' 6'' 

77 99 New double line fiom Lucknow to Kakori ... 10*60 5' 6'' 

78 99 Kosa to Sitapur ... 49*22 6' 6® 

HaJputana^Malwa railway* 

79 99 Muttia Cantonment to Narauli Block Cabin, with 2 82 3' 

branch to Biindaban. 

Mohilhund and Kwmaon railway ^ 

80 ,9 Bareilly to Soion ••• 56*25 3* SJ" 

81 99 Moiadabad-Kamnagar and Kashipur-Lalkua ••• 84 32 3' 35" 

82 99 Shahamatganj Junction to Shahamatganj station ,,, 175 3' 3| 

Shahdara {l}elhiySaharanyur ItigJit railway* 

83 99 Shahdara to Saharanpur ••• ••• I 93 00 2’ 6" 

Sind Jjight railways* 

84 9 » Mirpur Khas to Jhudo ... *«• ••• 41*00 3' 31''*' 
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IMPOETANT EAILWAY WOEKS IN PEOGRESS. 


126- Tile following table shows the railway lines sanctioned or under cons 
traction on the 31st July 1910 


Serial 

No. 

Eailway. 



Gauge. 

Length in 
miles. 

1 

A rralt-Sasaram. 

Arrah-Sasaram (tramway) ... ••• 



2' 6* 

6076 

S 

Assam-Benga L 

Kalanra-Sylbet ... ••• ... 


• •• 

3' 33* 

3000 

3 

A vadi'JBoonamalee. 

Avadi-Poonamaleo .. 

»•« 


2' 0" 

6-50 

4 

Bar si Biglitn 

Pandbarpiir Town eiLtension ••• 

•«« 

• *« 

2' 6" 

1-36 

6 

Tadwalle-Latur extension ... 


.•t 

2' 6" 

36*99 

6 

Bengal and North-Western^ 

Burbwal-Sitapur (Bengal and North-Western) 



3' sr 

59*80 

7 

Jhnsi-Allahahad extension (Bengal and Noith-Western) 

Ct. 


3' 33" 

6-00 

8 

Pertahganj-Bhimnagar (Tirhoot State) ••. ••• 

»•« 

• •• 

8' S3* 

13-44 

9 

Samastipur-Koserah (Tirhoot State) »•« ... 

»*« 

»•* 

3' ar 

17-20 

10 

Thawe-Tewaripatti-Capiainganj (Bengal and North-Western) 


• *« 

3' 31" 

59-76 

11 

Bengal^Nagfur* 

Balaghat-Katangi ... ... 

• • • 

... 

2' 6" 

29*57 

12 

Bhojudih-Pathardihi 

... 


6' 6" 

2-28 

13 

Kallmati-Gorumahisani ••• 

... 

• •t 

6’ 6* 

40*00 

14 

Khixsadoh-Birgora 


• •• 

2' 6* 

8*43 

15 

Kochwahi-Eaxurama ••• 

... 

»•» 

2' 6" 

6*50 

16 

Nagbhir-Chanda ••• ••• 

••• 


2' 6" 

61-19 

17 

Nagpnr-Chhindwaxa, with branch to Khapa 


»*« 

2' 6" 

97-56 

18 

Raipnr-Parvatipuram 

... 

... 

6' 6" 

260-67 

19 

Bhavnagar-Gondal-Junagad^Borbandar. 

ID has a-S^Txndla *«* ... •«« 

.!« 


S' 3f* 

35*19 

20 

ShapuroKutiyana 

... 


S' 31" 

29*71 

21 

Sihor-Palitana ••• 


»*• 

8’ 3f" 

17*76 

22 

Bombay^ Baroda and Central India. 

Idar Koad-Brahmakhed 

• •• 


3' 31* 

33*91 

23 

Eosamha-Zankavav (Gaekwar's) ... ... 

... 


2' 6* 

26*43 

24 

Miyagam-Sinor (Gaekwar’s) ... 

... 


2' 6" 

20*00 

25 

MotiptLr-Kaletia> with a siding to Songir (Gaekwar's) ... 

• »« 

... 

2' 6" 

15*00 

26 

Burma. 

Daga loop (work in abeyance) ... 

• *« 

• •• 

S' 3|" 

66-25 

27 

Madaya-Mandalay (tramway) •«« ... ... 

• •• 

... 

2' 6" 

15-00 
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Serial 

No. 

Railway. 



Gauge. 

1 

Length in 
miles. 

28 

ChampanevShivrc^^ur* 

Champaner-Shivrajpur (tramway) ••• *** 


••• 

2' 

6^' 

20-00 

29 

DelM^ TImhalla-Kalka. 

Thanesar-'Kaitlial extension ••• ••• 


a » 

5' 

6" 

30-00 

30 

DeJiri^Ahharpore^ 

Dehri-Akbarpore ,,, ,,, 

« 9 a 


2' 

6" 

25-00 

81 

Dihru^Sadipa. 

Talap'Saikboa Gbat ... .,4 



3' 

3g" 

8-52 

82 

Dtoa ra •Therria, 

Dwara-Ishamati (work in abeyance) 


*•« 

2' 


16-50 

38 

JEastern Bengal State^ 

Rangiya-Tangla 

aaa 


3' 

3r 

24-00 

34 

Bast Indian. 

Barbarwa-Azirnganj-Katwa ... ... 

• * » 

• aa 

6' 

6*^ 

102*70 

35 

Bkagalpur-Bausi ... ... 

... 

a aa 

5' 

6" 

31-04 

36 

Hoogbly-Katwa ... 


a •« 

6' 

6^' 

66-20 

37 

Mirzapur-Karobana doubling ... ... 

••• 


6' 

6'' 

43-84 

38 

Patbardibi-Pradbankbunta ... ... 

•»» 

• »a 

5' 

6" 

9-00 

39 

Qaekwar'^s Bfaie. 

1 Dabboi-Jarod ... «.« •.« ••• 


•tt 

2' 

6^' 

24-78 

40 

Kadi-Dewusna ••• •«« ,»t 

... 

t.* ! 

3' 

sr 

6-79 

41 

Great Indian Bentnsula. 

Bombay Harbour branch ... ... ••• 

•«« 

... 

6' 

6'' 

8-13 

42 

Itarsi'Nagpur, with branch to Purassia ••• 

••• 

- 

6' 

6^' 

236 90 

43 

Sgderahad* Godavari Valleg, 

Furna-Hingoli ... ... ... 


i 

1 

»•« 

3' 

Sf" 

50-26 

44 

lagadhri light* 

Jagadbri Light (tramway) ••• ... 


«»• 

2' 

0" 

S'61 

45 

lodhpur-' Bikaner, 

Churu*Hissar ... ... 



3' 

sr 

79-73 

46 

IdUcknowBareillg, 

Dudbwa-Nepal Frontier ... ... .«• 



3* 

sr 

14-00 

47 

Madras and Southern Mdhratta, 

Bangalore-Cbickballapur (work not started) 


••1 

2^ 

&* 

87-95 

48 

Kunneveballi branch ... »»• ..t 


... 

3' 

CQ 

9-00 

49 

North Western State* 

Butari«Ambala doubling •.« ... «•* 


• •• 

6' 

6" 

127-20 

60 

Jaranwala-Sborkot Boad ... ... 

• • * 

... , 

6' 

6’' 

86-89 

61 

Kbanpur-Cbacbran «•« ... ... 

••• 


5' 

6'*' 

23-27 

- 62 

Trans-Indus (Kalabagb-Bannu) 

•*« 

aa « 

2' 

6" 

94-21 





Serial 

JSTo. 


Bailway. 


Gauge. 


Length ia 
miles. 



- . . - - J 



53 

Oudh and Itohil'kliand State* 

Allahabad -Bae Bareli* Cawnpore, with branches fiom Bae Bareli to Mustafabad 

5' 6" 

163-31 

54. 

and Munshiganj to Dalmau. 

Gujraala-Chandpur ... 

6' 6" 

2216 

55 

Moghal Sarai-Benares Cantonment doubling ,,, 

5' 6^ 

9 00 

66 

HoMlhund and JBlumaon* 

Mailani-Dudhwa oonYersion ... ... ... ... 

S' 32" 

30‘49 

57 

Pilibhit-Barmdeo ... ... ... ... 

3^ Sr 

38-75 

58 

Pilibhit-Shahjahanpur ... ... ... ... 

3' 3^' 

5G-S2 

69 

Sonaripur-Kamnagar Ghat ... ... ,,, 

3' 32" 

20-79 

60 

Sliahdara {ID elJii)- Saharan^ ur» 

Bswaut-Meeriit ... 

2^ 6*^ 

30'G0 

61 

Sind JLigTit* 

Mirpur Khas-ELhadro ... ... 

3' 32" 

49*50 

62 

Southern Shan States. 

Thazi-Tawngwo ... 

3' 32" 

1 100*00 

63 1 

South Indian, 

Dharmapuii-Hosur 

2' 6" 

64-87 
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RAILWAY CONSTRUCTION PROGRAMME. 


127. The following statement shows the amounts originally proposed for 
railway construction, the amounts allotted and the actual expenditure during 
the Viceroyalty, year by year ; — 


Yoar. 

Proposed figure. 

Allotment figure. 

! 

Actual expeoditure. 



Es. 

i 

Es. 

1 Es. 

1905-06... 



1^,50,00,000 (ffl) 


1900-07 ... 





1907-08 ... 





1908-09 ... 

• • * 




1909-10 ... 




14,95,78,000 

1910-11... 






{a) This figure is made up of the actual forecast figure sanctioned by the Secretary of State and Bs 60,00,000 
being the re-grant of the lapse fiom the Programme for 1904-05 subsequently sanctioned by the Secretary of State. 

(S) Alternative programmes for 1907-08, one amounting to 12 crores and another amounting to 15 crores, were 
submitted to the Secretary of State, and though at first only the 12-crore programme was sanctioned, the grant was 
ultimately increased to 15 crores. 


CONTRACTS EXECUTED. 

128. Ahmedahad-Parautij railway. — A coutract, dated 17 th Septem- 
ber 3907, was entered into between the Secretary of State for India and the 
Ahmedabad-Parantij Railway Company for the continuance of the working of 
the line by the Bombay, Baroda and Central India Railway Company on the 
terms in force on 31st December 1905. 

129. Amritsar-Patti railway. — On the 7th May 1909 a contract was 
entered into between the Secretary of State for I ndia and the Amritsar-Patti 
Railway Company for the construction and working of the extension of their 
line from Patti to EZasur. 

130. Assam-Rengal railway- — On the llth April 1906 a contract was 
entered into between the Secretary of State for India and the Assam-Bengal 
Railway Company for the incorporation in that Company’s undertaking of 
the Noakhali railway, which was purchased by Government as from 1st 
January 1906. 

131. Bar si Light railway. — On the 4th December 1905 a supplemental 
indenture was entered into between the Secretary of State for India and the 
Bars! Light Railway Company, making certain modifications in the Company’s 
contract of 26th August 1902 for the construction, maintenance and working 
by the Railway Company of the Pandharpur and Tadwalle extensions, and 
providing for the issue of debenture stock to the amount of £140,000. 

A supplementary contract, dated 31st March 1909, was entered into be- 
tween the Secretary of State for India and the Barsi light Railway Company, 
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Limited, in respect of the British section of the extension of the Company's 
line from Tad wale to Latnr. 

132. Bengal and North-Western railway. — A contract, dated 7th 
October 1907, was entered into between the Secretary of State for India and 
the Bengal and North-Western Hail way Company, making provision for 
further extensions of the Company’s railway from Uska Bazar to Tulsipnr, with 
a branch from Gainsari to J arwa ; from Gorakhpur to Bagaha ; from Daronda 
to Maharajgunj ; from Savan to Thawe and from Kopaganj to Dohrighat ; all 
of which have been constructed and opened for traffic : also for a railway from 
Benares to Allahabad, via Jhusi, of which the Jhusi-Allahabad section alone 
remains to be completed. 

An indenture, dated the 1st October 1908, was entered into between the 
Secretary of State for India and the Bengal and North-Western Bailway 
Company for the construction of the Chupra-Mashrak extension of the 
Company’s main line. 

On the 9 th July 1909 a contract was entered into between the Secretary 
of State and the Bengal and North-Western Railway Company for the 
construction of a line of railway from the Company’s station at Burhwal to 
Sitapur station on the Lucknow- Bareilly State railway. 

133. Bengal-Nagpar railway. — On the 22nd February 1910 a contract 
was entered into between the Secretary of State for India and the Bengal-Nagpur 
Railway Company for the construction, maintenance and working of the under- 
mentioned new lines by the Company : — 

(1) a branch line of the 6’ 6" gauge from the Company’s station at 

Ramkanali to Chaurashi ; 

(2) an extension line of the 2' 6" gauge from Purulia, on the main line, 

to Ranchi; 

(3) a branch line of the 5' &' gauge from Ramptee to Ramtek ; 

(4) a line of the 2' 6" gauge from Ohhindwara to Barkuhi in the Bench 

Valley ; 

(6) an extension line of the 2' 6'' gauge from Gondia, on the main line, 

to Chanda, with a branch from Nagbbir to Nagpur ; 

(6) an extension line of the 6' 6" gauge from Raipur, on the main line, 

to Vizianagram ; 

(7) a line of the 6' 6" gauge from Kalimati to Gorumahisani ; 

(8) an extension line of the 2' 6" gauge from Nagpur to Chhindwara, 

with a branch to Khapa. 

134:. Bombay, Baroda and Central India railway.— The Secretary of 
State, upon the recommendation of the Government of India, terminated, on 31st 
Beoember 1905, the Bombay, Baroda and Central India Railway Company’s 
then existing contracts by purchase of the line with efiPeot from Ist January 1906. 
The working of the whole of the Bombay, Baroda and Central India railway 
system was entrusted to a reconstituted Company, under a contract, dated 27th 
December 1905, which embodied the temporary arrangements agreed upon. 

In June 1906 agreement was reached regarding the main conditions 
to form the basis of a new contract to run for a term of 26 years for the working, 
by the Company, of the Bombay, Baroda and Central India and Rajputaoa* 
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Malwa railway systems. An indenture was accordingly entered into on the 8th 
April 1907, between the Secretary of State for India and the Bombay, Baroda 
and Central India Bailway Company, for the maintenance, management and 
working of the Bombay, Baroda and Central India railway , the Bajputana- 
Malwa and other subsidiary railways by the Bombay, Baroda and Central India 
Bailway Company. The terms of the contract on which the undertaking is 
worked and joaanaged by the Company came into force from the 1st January 
1906, and are in substitution of the temporary arrangements in that behalf 
contained in the contract of the 27th December 1906. The contract is termin- 
able by either party on the 31st day of December 1930, or on the 31st day of 
December in any succeeding fifth year reckoning from that date, by giving 
twelve months’ notice. 

An indenture, dated the 16th October 1908, was entered into between the 
Secretary of State for India and the Bombay, Baroda and Central India Railway 
Company regarding the issue of future debentures and debenture stock. 

135. Bombay, Baroda and Central India and Ahmedabad-Farautij 
railways. — A contract, dated 2nd October 1908, was entered into between the 
Secretary of State for India and the Bombay, Baroda and Central India Rail- 
way Company, providing for the working by the latter of the proposed extension 
of the Ahmedabad-Parantij railway from Idar Road to Brahmakhed and 
modifying the terms on which the Ahmedabad-Parantij railway is worked at 
present. 

136* Bnrma railways- — On the 22nd February 1907 an indenture was 
entered into between the Secretary of State for India and the Burma Railways 
Company for the construction and working of the Pegu-Moulmein and 
Henzada-Elyangin railways and the Daga loop line. 

On the 9th June 1909 a contract was entered into between the Secretary 
of State for India and the Burma Railways Company, embodying the condi- 
tions on which the Company was authorized to increase its share capital 

137* Delhi-TJmballa-Kalka railway. — On the 3rd November 1909 
a contract was entered into between the Secretary of State and the Delhi- 
TJmballa-Kalka Railway Company, for the construction of a branch line of 
railway from Thanesar to KaithaL 

138. Bast Indian railway, — On the 16th January 1907 an indenture 
was entered into between the Secretary of State for India and the East Indian 
Railway Company for working the South Behar railway as part of the under- 
taking of the East Indian Railway Company, with effect from 1st January 
1906 until the termination of the Company’s contract of 1879. 

On the 1st July 1909 a contract w'as entered into between the Secretary 
of State and the East Indian Railway Company for the working by the Com- 
pany of the Thanesar- Kaithal railway. 

139- Great Indian Peninsula railway. — An indenture, dated the 4th 
August 1 908, was entered into between the Secretary of State for India and the 
Great Indian Peninsula Railway Company regarding the issue of debenture 
stock during 1908-09, and any other debenture stock to be issued subsequently 
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with the sanction of the Secretary of State; and on the 6th February 1909 an 
indenture was entered into between the Secretary of State for India and the 
Great Indian Peninsula Railway Company for the working by the Company 
of the Agra-Delhi Chord railway. 

A contract, dated the 1 9th March 1909, having effect from the date of 
the opening of the line throughout for public traffic, was entered into between 
the Secretary of State for India and the Great Indian Peninsula Railway 
Company for the working of the Bdrdn-Kotah railway. The contract is termin- 
able on 30th June or 31st December of any year, or by either side giving to the 
other not less than 12 calendar months’ notice in writing. 

140. His Highness the Nizam’s Guaranteed State railways. — An 
agreement, dated the 6th April 1909, having effect from the 1st January 1901, 
was entered into between the Secretary of State for India and the Nizam's 
Guaranteed State Railway Company for the working of the Bezwada Exten- 
sion railway. The agreement is terminable on the 1st January or the 1st July 
of any year, on six months’ previous notice in writing being given by either 
party to the agreement to the other. 

141. Indian Midland railway.^ — By the contract dated the 21st Decem- 
ber 1900 the Indian Midland Railway Company agreed to hand over its 
system of railways, (including the Bhopal- Ujjain, Bina-Goona-Baran and 
Gwalior Native State railways), to be worked by the Great Indian Peninsula 
Railway Company under the latter’s contract with the Secretary of State dated 
the 21st December 1900 — the Indian Midland Railway Company retaining its 
right, under its contract of 2ad October 1886, to a guarantee of interest at 4 
per cent per annum on its capital and to one-fourth of the surplus profits of 
its system. In 1909 the Indian Midland Railway Company not having 
accepted the Secretary of State’s proposals for the continuance of the Com- 
pany’s contract of 1885 on modified terras after 31st December 1910, the 
Secretary of State, on 1st December 1909, served the Company with notice of 
his intention to terminate the said contract on 31st December 1910, and the 
Indian Midland Railway system continues to be worked by the Great Indian 
Peninsula Railway Company. 

142. Madras and Southern Mahratta railway. — On the 2ist June 
1906 the Secretary of State for India served the Southern Mahratta Railway 
Company, in England, with formal notice of his intention to determine, 
on the 30th June 1907, the contract of 1st June 1882 and all contracts 
supplemental thereto ; but on the 2Cth June 1907 a contract was entered 
into between the Secretary of State for India and the Southern Mahratta 
Railway Company postponing the termination of the existing contracts 
with that company until the 30th June 1908, and on the 26th June 1908 an 
indenture was entered into between the Secretary of State for India and the 
Madras and Southern Mahratta Railway Company for working the existing Unea 
of the old Southern Mahratta railway and parts of the late Madras and South 
Indian railways. 

143. Hohilkund and Humaon railway.-— On the 13th July 1906 an 
indenture was entered into between the Secretary of State for India the 
Rohilkund and Rumaon Railway Company, embodying the arrangements 
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agreed upon, in connection ■with, the acquisition by the Company of interests 
in the Powayan Steam Tramway Company. It has since been agreed that 
Messrs. Lyall, Marshall and Company will resign the Agency of the Tramway 
Company in favour of the Bohilkund and Kumaon Railway Company. 

On the 24th March 1909 a contract was entered into between the Secret- 
ary of State for India and the Rohilkund and Kumaon Railway Company for 
the construction and working of the Pilibhit-Barmdeo and Pilibhit-Shahjahan- 
pur railways and extensions of the Rudhwa branch, with a permanent bridge 
over the Sardah river. 

144- South Sehur railway. — On the llth December 1906 an indenture 
was executed between the Secretary of State for India and the South Behar 
Railway Company relative to the lease, as from 1st January 1906, of the South 
Behar railway to Government and its incorporation in the Bast Indian Railway 
Company’s undertaking. 

145. Southern Punjab railway. — On the 4th October 1905 a contract 
was entered into between the Secretary of State for India and the Southern 
Punjab Railway Company for tlie construction by the latter of the MacLeod 
Ganj -Ludhiana extension, called the ** 1903 extension 

A contract, dated llth May 1903, was entered into between the Secretary 
of State for India and the Southern Punjab Railway Company for the purpose 
of defining the position of the Ludhiana-Dhuri-Jakhal State railway in 
relation to the Southern Punjab railway. 

On the 24th June 1909 a contract was entered into between the Secretary 
of State and the Southern Punjab Railway Company for the construction of 
the Kasur-Lodhran (Sutlej Vallej) railway. 

146- South Indian railway. — A contract, dated the 2nd March 1909, 
was entered into between the Secretary of State for India and the South Indiau 
Railw’^ay Company, providing for the relinquishment by the Company of the 
section of its line north of Kdtpadi and the transfer to the Company of the 
Jalarpet-Mangalore section of the Madras railway system. The contract also 
provides for the -w orking by the Company of the Shoranur- Cochin railway, which 
is the property of the Cochin State, upon terms to be agreed upon between the 
Company and His Highness the Raja of Cochin and approved by the Secretary 
of State. The terms having been agreed upon, an agreement, having effect 
from 1st January 1908, was concluded in July 1909 and sanctioned in Septem- 
ber 1909. The agreement is to remain in force until the termination of the 
contract, dated the 24th November 1390, between the Secretary of State and the 
Company, or, if that contract is renewed, the agreement is to continue in force, 
pro-vided that it shall be lawful for either party to the agreement to terminate 
the same at any time during its currency by giving to tbe other 12 months* 
previous notice, such notice to expire on the SOfch J une, or before the 31st 
December, in any year. 

On tbe 26th October 1909 a contract was entered into between the Secret- 
ary of State and the South Indian Railway Company for the construction 
of a famine protective railway from Dharmapuri to Hosur. 

147- Tapti Valley railway — On the 26th August 1907 a contract was 
entered in'to between the Secretary of State for India and the Tapti Valley 
Railway Company for the continuance of the working of the line by the 
Bombay, Baroda and Central India Railway Company on the terms in force on 
the 31st Doecmher 1905. 
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AGREEMENTS EXECUTED. 

148- Assam-Betigal Railway, the Clan Line and the British India 
Steam Navigation Companies — An agreement, dated the 7th June 1907, 
having effect from the Ist July 1907, entered into between the Asbam-Bengal 
Bail way Company and the Clan Line Steamer Company, Limited, for the through 
booking of goods from Europe to stations on the railway, was sanctioned in 
September 1907^ The agreement was to remain in force for one year and there- 
after until it was terminated by three months’ notice by either party. The option 
to terminate the agreement in 1908 v as not exercised. 

An agreement dated the 5th October 1909, having effect from 1st November 
1909 and in all respects identical n ith the agreement with the Clan Line, was 
also sanctioned between the Railway Company and the British India Steam 
Navigation Company, Limited, and sanctioned in December 1909. 

149. Assam-Bengaland Jorhat State railways- — On the 28th Octo- 
ber 1908 sanction was accorded to a revised draft agreement between the Jorhat 
State railway and the Assam-Bengal Railway Company for the working and 
exchange of trafl&o at Titabar and Mariani, and the through booking of goods 
and parcels between the State railway and the railway company. 

150- Assam-Bengal railway and Messrs. Turner, Morrison and 
Company’s steamers. — The Government of Eastern Bengal and Assam 
attaching importance to the development of communication between the 
mainland and the islands of Suadip and Hatia, it was arranged in 1906 
that the District Board of Noakhali should contribute Rs. 600 per mensem, 
and the Local Government the same amount, towards subsidizing a steamer 
to he run by Messrs. Turner, Morrison and Company between the islands 
referred to and Shaheh Ghatta, a station on the Noakhali branch of the Assam- 
Bengal railway. It was further agreed in May 1907 that the Railway Company 
should grant for a period of three years a rebate of 10 per cent, on through 
traffic interchanged with the Steamer Company, subject to a maximum limit 
of Rs. 500 per mensem and a minimum of Rs. 250 per mensem. 

Messrs. Turner, Morrison and Company having subsequently withdrawn 
from the arrangement, sanction was given in November 1907 to the India 
General Steam Navigation and Railway and Rivers Steam Navigation Companies 
working the service, for one year, on the same terms as were originally granted 
to Messrs. Turner, Morrison and Company, except that the minimum limit of 
Rs. 260 per mensem fixed in regard to the rebate payable by the railway from 
interchanged traffic was withdrawn. 

151. Bengal-Nagpur and Monrbhanj railways* — The agreement 
between the Bengal-Nagpur Railway Company and the Maharaja of Monrbhanj 
for the working, by the former, of the Monrbhanj railway, which was current 
until the 31st December 1905, has been extended subject to three months’ notice 
by either party. 

152. Eengal’Nagpnr and Barlakimedi railways- — In June 1906 
sanetion was accorded by Government to the continuance, during the year 1906, 
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of the revised agreement, dated 24th January 1905, which was entered into 
"between the Bajah of Parlakimedi and the Bengal-Nagpur JElailw’^ay Company, 
for tho working of the Parlakimedi Light railway by the Company, and there- 
after from year to year until the agreement was determined at any 31st day of 
December by not less than three calendar months’ previous notice. 

153. Bengal-lS’agpur and Madras railways.— An agreement, dated 
24th April 1907 and sanctioned in August 1907, was entered into between the 
Madras and the Bengal- N a gj)ur Railway Companies for the interchange of ti'attic 
at Waltair, and for the use in common by both railways of the stations and lin( s 
at Waltair and Vizagapatam including the wharf. The agreement is termin- 
able at six months’ notice from either party. 

154;. Bengal-liragpTir and East Indian railways.™ On the 9th July 
1908 sanction was accorded to a revised agreement, which had effect fiom 1st 
Januai’y 1908, between the Bengal- jN a gpur and the East Indian railways for 
the division of goods traffic between Calcutta and the sections of the East 
Indian railway. Bally to Asansol and Katni, Katni-Murv\ ara and via Katni, 
via Katni-Murwara and via Jubbulpore. 

155. Bombay, Barodaand Central India and East Indian rail- 
ways — An agreement, subject to six months’ notice of termination, was en- 
tered into between the Bombay, Baroda and Central India Railway Company and 
the East Indian Railway Company for the interchange of coaching and goods 
traffic at li’arukhahad and for the joint use of Earukbahad junction station. 

Subsequently, in 1906, the East Indian railway having decided to do their 
own local goods woi'k and employ their own staff, it was found necessary to 
somewhat modify the agreement. A revised agreement, subject to six months’ 
notice, was accordingly sanctioned in that year. 

156. Bombay, Baroda and Central India and Great Indian Penin- 
sula railways.— Revised clause (6) of the second poition of clause XXVIII 
of the agreement, dated the 31th April 1896, between the Bombay, Baroda and 
Central India and Great Indian Petiinsula Railway Companies for the inter- 
change of traffic at, and joint working of, XJjiain Junction station was modified, 
as with effect from 1st January 1907, to provide that all works (including furni- 
ture, fittings and other station furniture), costing Rs. 2,000 and below chargeable 
to revenue, should be added to the appropriate joint station expenses account. 

On the 7th June 1907 an addition was sanctioned to clause III of 
the agreement, dated the 12th October 1903, which had effect from the 4th 
April 1900, between the Bombay, Baroda and Central India and Great Indian 
Peninsula Railway Companies, for the joint working of, and the interchange 
of traffic at, Amalner Junction, The addition, which came into force from the 
1st January 1907, provides for works, or minor additions and alterations to 
existing works (including furniture, fittings and other station furniture), costing 
Rs. 2,000 and below, being debited to joint station expenses, and for an annual 
charge being made for maintenance of buildings and permanent-way. 

157. Bombay, Baroda and Central India railway and the Cambay 
Durbar. — On the 23rd March 1009 sanction was accorded to a supplemental 
agreement, having effect from the 1st July 1908, for the working by the 
Bombay, Baroda and Central India railway of the Tarapur- Cambay railway 



modify 'rig the terms of the prinidpal agreement with respect to expenditure 
incurred on extraordinary repairs. 

158. Eom'bay, “Baroda and Central India railway and the Govern- 
ment of His Highness the Gaekwar of Earoda- — Sanction was accorded in 
June 1909 to supplemental agreements, having effect, respectively, from the 
27th March, 27th March and 1st July 1908, which modified the terms of 
the principal agi cements for the working by the Bombay, Baroda and Central 
India Railway Company of His Highness the Gaekwar’s (i) Petlad, (a) 
Mehsana, and (iii) Vijapur*Kalol-Kadi railways in respect to expenditure 
incurred on extraordinary repairs. 

Sanction was accorded in July 1910 to an agreement, dated 17th May 1910, 
between the Bombay, Baroda and Central India Railway Company and the Gov- 
ernment of His Highness the Gaekw''ar of Baroda for the working and maintenance 
by the Company of the metre gauge extension of His Highness the Gaekwar’s 
Mehsana railway from Kheralu to Varetha, a distance of 7 ’73 miles, which 
was opened for public traffic on 20tb August 1909. The agreement is subject 
to termination by 12 calendar months’ notice. 

On 16tb June 1910 sanction was accorded to an agreement, having effect 
from 23rd October 1908 to 22nd October 3910 (inclusive), for the working, by 
the Bombay, Baroda and Central India Railway Company, of His Highness the 
Gaekwar’s Manund Road-Chanasma-Harij and Chanasma-Bechraji railways. 

159- Bombay, Baroda and Central India railway and the Jaipur 
Durbar. — In August 1907 sanction was accorded to an agreement, dated lltb 
September 1906, entered into between the Bombay, Baroda and Central India 
Railway Company and the Jaipur Hurbar for working the Jaipur railway 
between Sanganer and Siwai Madhopur. The agreement is terminable at 12 
months’ notice from either party. 

160. Burma Railways and British India Steam Havigatiou Com- 
panies- — An agreement, dated 24th March 1906 and sanctioned in July 
1907, was entered into between the Burma Railways Company and the 
British India Steam Navigation Company for the through booking of goods 
and parcels between stations on the Burma railways and Calcutta. The agree- 
ment remained in force until the 31st March 1907, and was extended to the 
81st March 1908, and later to 31st March 1909. In order to avoid the necessity 
of renewing the agreement every year a revised agreement, dated the 1st April 
1909 and terminable at twelve months’ notice by either party, was sanctioned in 
May 1909. 

161. Burma Railways audthe Irrawaddy Flotilla Companies- — On 
the 12th August 1908 sanction was accorded, under clause 40 of the contract, 
dated the 9th March 1897, between the Secretary of State for India and the 
Burma Railways Company, to the continuance, up to the Slst March 1909, of 
an agreement, dated the 20th July 1898, between the Burma Railways Company 
and the Irrawaddy Flotilla Company, for working the Katha-Bhamo traffic. 

In order to avoid the necessity of reneT\ ing the agreement every year a 
revised agreement, dated the 1st April 1909 and terminable by notice from, 
either party, was sanctioned in May 1909. 
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162< Cooch. Belter Staite railway- — An agreement, dated 26th, February 
1907, as supplemented by the agreement of 4th June 1907 and sanctioned in July 
1907, was entered into between the Secretary of State and His Highness the Maha- 
raja of Cooeh Behar for the working by the Eastern Bengal State railway of 
the Cooch Behar State railway. The agreement had effect from 1st January 
1907, and is to remain in force until the expiration of six months’ notice from 
either side desiring to revise or cancel it. 

163. District Board of Patna and the Bukhtiarpore-Behar Light 
Bailway Company, Limited-' — Approval has been accorded to an agreement, 
dated 2nd June 190S, between the District Board of Patna and the Bukhtiar- 
pore -Behar Eight Bailway Company, Limited, by which the former extends 
to the Behar-Silao extension the guarantee given by them in connection with 
the Bukhtiarpore-Behar Eight railway. 

164:. District Board of Shahahad and the Arrah-Sasaram Light 
Bailway Company, Limited. — Approval has been accorded to an agree- 
ment, dated 16th October 1909, between the District Board of Shahabad and 
Messrs. Martin & Co., on bebalf of a company for the construction and working 
of a light railway (under the Bengal Tramways Act) from Arrah to Sasaram. 
Under this agreement the District Board guarantee to supplement the net earn- 
ings derived by the Company from the tramway by such annual subsidy as may 
be necessary to allow of tbe Company paying a dividend of 4 per cent per annum 
on tbe whole capital, provided that the total liability incurred by the Board in 
any one year shall not exceed (a) the sum of Bs. 88,000, or (b) the sum of 4 per 
cent on the amount of tbe Company’s share capital, whichever is less. The 
agreement also provides that any surplus profits in excess of 4 per cent shall 
be divided equally between tbe Board and tbe Company. 

165. District Board of the Twenty-four Farganas and the Earaset- 
Basirhat Light Bailway Company, Limited. — Approval has been accorded 
to an agreement, dated 6th November 1907, between the District Board of the 
Twenty-four Parganas and the Baraset-Basirhat Light Bailway Company, 
Limited, by which the former extend to the Basirhat-Hosanahad extension the 
guarantee given by them in connection with the Baraset-Basirhat Light railway. 

Approval has been accorded to an agreement, dated 21st December 1908, 
between the District Board of the Twenty-four Parganas and the Baraset- 
Basirhat Eight Bailway Company, Limited, by which the former extend to the 
Beliaghata-Pattipooker extension of the Baraset-Basirhat Eight railway 
the guarantee given by them in connection with the main line. 

166. District Board of Bistna and the Madras and Southern 
Wfahratta Bailway Company. — An agreement, having effect from the 4th 
February 1908, entered into between the District Board, Kistna, and the 
Madras and Southern Mahratta Bailway Company for working the Bezwada- 
Masulipatam Branch railway, running from Bezwada station on the Madras 
and Southern Mahratta railway to Masulipatam and Bunder, was sanctioned in 
August 1909. 

167. Eastern Bengal State and East Indian railways. — On the 6th 

July 1908 sanction was accorded to an agreement, which came into force for 
one year from 1st August 1907. between the Eastern Bengal State railway and 
the East Indian railway for dealing with tbe Ganges riverside traflOtc between 
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Calcutta and marts north and south of Bajmehal. On the 17th December 1908 
sanction was communicated to the continuance of the agreement, as an experi- 
mental measure, for a farther period of one year from 1st August 1908, subject 
to certain modification. This sanction was again extended in July 1909 for a 
further period of one year from 1st August 1909. Later it was found that the 
receipts from the service did not cover expenses, and the East Indian railway 
gave notice of their intention to discontinue it ; and in November 1909 the 
Eastern Bengal State railway was authorised to take over the river service 
between Kansat Ghit and Lalgola and continue it, as a provisional arrangement, 
up to end of 1909 only. In July 1910 this sanction was extended to 31st 
December 1910. 

An agreement, dated the 20th January 1909, was entered into between the 
Eastern Bengal State railway and the Bast Indian railway for the routing of 
traflBc between the Assam-Behar section of the Eastern Bengal State railway 
and Calcutta and the neighbourhood. 

168. Eastern Bengal State railway, India General Steam Naviga- 
tion and Bail way Company, Limited* and the Rivers Steam Naviga- 
tion Company) Limited* — On the 26th August 1908 sanction was accorded to 
the revised combined service agreement ” entered into between the Eastern 
Bengal State railway and the India General Steam Navigation and Railway 
Company, Limited, and the Rivera Steam Navigation Company, Limited. 

169. East Indian and Nalka-Simla railways —An agreement, dated 
the iitsrx^E^iSoS , having effect on and from the 20th March 1901 and sanctioned 
in August 1906, was entered into between tbe East Indian Railway Company 
and the Delhi-Umballa-Kalka Railway Company representing the Kalka-Simla 
railway, for the iuterohange of coaching (including parcels and dogs but not 
other live-stock or carriages) and goods traffic of every kind at Kalka station, 
and for the use by the latter railway of the existing Del hi-ITmballa- Kalka 
railway station at Kalka. 

The Kalka-Simla railway having been purchased by Government with 
effect from 1st January 1906, the Board of Directors, Bast Indian Railway 
Company, have since agreed that the same agreement should continue as between 
the East Indian Railway Company and Government. 

170. East Indian and South Behar railways.— In clause so of the 
contract, dated 7th August 1895, between the Secretary of State and the South 
Behar Railway Company, Limited, it was provided that the net earnings of the 
Company for each half-year, together with the amount of rebate under clause 

29 of the same contract, should be paid over to the Company. With effect 
from 1st January 1906 the Company relinquished the railway to the Secretary 
of State to be held by him for his benefit without any interference or control on 
tbe part of the Company, and, in lieu of the net receipts as provided by clause 

30 of the contract quoted, agreed to receive, until the determination of the con- 
tract of 1895, a fixed sum by way of rental at the rate of £30,000 per annum, 
the East Indian Railway Oonapany continuing to work the South Behar railway 
as a part of their undertaking. 

Jl71- EesI; ludiun, Oudh. uud Rohilkhuiid Stuto ruilws-ys uud 
Indiuu lOLidlSiUd ssctioii of lilio Gxouli ludiuu Boninsulsi xuilwuy 
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Clauses 23 and 24 of the agreement, which came into force on 1st July 1890, 
between the East Indian, Oudh and Rohilkhand State and Indian Midland rail- 
ways for the interchange of trafido at, and for the maintenanoa and working of, 
the joint station at Oawnpore, were revised to provide for the payment by the 
Great Indian Peninsula railway to the East Indian railway of the sum of Its. 275 
per mensem in respect of the crossing of their trains over the East Tndifl-n 
railway at Oawnpore. The arrangement had effect from the 1st January 1907 
and is subject to revision on 12 months’ notice from either side. 

172. East Indian and Oudh and Bohilkhand State railways. — On 

the 10th May 1907 sanction was accorded to the revision of clause 23 of the 
agreementjdated the between the East Indian and Oudh and Eohil- 

khand State railways for the interchange of traffic at Moghal Sarai and Aligarh 
junction stations. The revision relates to the calculation of interest charges on 
the cost of locomotive stock used for shunting and marshalling of trains, and 
has effect from the 1st J uly 1906. 

On the 12th Eebruary 1909 sanction was accorded to an agreement, which 
came into force from 1st July 1907, for the construction and maintenance of 
that portion of the East Indian railway avoiding line, near Moghal Sarai, from 
Beohupur station, Oudh and Bohilkhand State railway, in the direction of Alla- 
habad, which falls within the Oudh and Rohilkhand State railway boundary, 
and for the use of Beohupur Junction by East Indian railway passenger trains 
proceeding between Benares Cantonment, Oudh and Rohilkhand State railway, 
and Allahabad, East Indian railway, via the proposed avoiding line, and for the 
running of such East Indian railway trains over the Oudh and Rohilkhand 
State railway between Beohupur and Benares Cantonment. 

173. East Indian and Eorth Western State railways. — An agree- 
ment, in supersession of that of 1879 and subject to six months’ notice of termi- 
nation and having effect from 1st January 1901, was entered into between the 
East Indian and North Western State railways and sanctioned in June 1907 — 

(i) for the interchange of trafidc at Qhaziabad ; for the use in common 

with the East Indian railway and other lines of the East Indian 
railway existing stations at Ghaziabad and Delhi and stations 
between Ghaziabad and Delhi ; for additions and alterations which 
might he required thereat from time to time and for their main- 
tenance and renewal ; and for the working of traffic ; 

(ii) for running powers granted to the North Western State railway 

between Ghaziabad and Delhi ; and 

(iii) for tlftfining ;; the junctions where traffic should be interchanged. 

174. East Indian railway and Shahdara ( Delhi)-Saliaranpxir Light 
railway.-— On the 26th March 1909 sanction was accorded to an agreement, 
having effect from the 7th May 1907, between the East Indian railway and the 
Shahdara (Delhi) -Saharanpur Eight railway for the interchange of coaching 
(with the exception of horses and carriages) and goods traffic at Shahdara. 

175. Great Indian Peninsula and Lholpnr-Bari railways. — An 

agreement, entered into early in 1907, between the Dholpur Durbar and the 
Great Indian Peninsula Railway Company for the interchange of traffic and 
for the use in common by both railways of the Great Indian Peninsula railway’s 
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existing station at Dholpnr, was sanctioned in August ld07. The agreement 
came into force from the day on which the Light railway’s trains began to run 
into and. use the joint station at Lholpur, and is terminable at six months* 
notice. Tne line was opened on the 4th March 1908. 

176. Great Indian Peninsula and Holkar State railways. — On the 
Srd June 1907 an addition was sanctioned to clause 3 of the agreemontj dated 
the 23th March 1873, between the Great Indian Peninsula and Holkar State 
railways for joint working at Khandwa J unction. It came into force from 
the 1st January 1907, and provides for works, or minor additions and alterations 
to existing works (including furniture, fittings and other station furniture), 
costing K.S. 2,000 and below, being debited to joint station expenses, and for an 
annual charge being made for maintenance of buildings and permanent- way. 

177. Kalka-Simla State railway and Inspector-General, Eailway 
Mail Service and Sorting, ITorthern Circle. — An agreement, dated the 26th 
January 1910 and having effect from 1st Pehruary 1910, between the Kalka- 
Simla State railway and the Inspector-General, Eailway Mail Service and 
Sorting, Northern Circle, was sanctioned in March 1910. The agreement pro- 
vides that a sum of Es. 36,000 per annum shall be paid by the Post Office to the 
railway, in return for which the latter will provide a postal van between Kalka 
and Simla and Simla and Elalka on each of two Up and Down trains daily to 
timings specified. The van in each case to he either a four-wheel coach of 
Kalka-Simla State railway normal size, or half a bogie coach, and having a floor 
area of not less than 85 square feet. 

178- Madras and Southern Mahratta railway and Dhone (Drona- 
chellam)-Kurnool branch railway. — ^The working of the branch line from 
Dhone (DronaoheUam) to Kurnool, the construction of which was entrusted 
to the late Southern Mahratta Eailway Company, was not provided 
for in the contract, dated the 26th June 1908, entered into with the 
Madras and Southern Mahratta Eailway Company for working the existing 
lines and portions of the Madras and South Indian railways, as the link 
constituted a portion of the Hyderabad- Gun takal railway and it was con- 
sidered desirable for Government to retain absolute freedom to entrust 
the working of the entire line, when completed, to an agency other than the 
Madras and Southern Mahratta Eailway Company. On the completion and 
opening for public traffic on and from 1st January 1909 of the branch line, 
sanction was, however, given in July 1909 to a separate agreement being 
entered into with the Madras and Southern Mahratta Eailway Company for 
its provisional working, subject to not less than six months’ notice terminating 
at the end of 0 une or December of any year. Tbe terms agreed upon are that 
the branch line will be charged with the actual expenditure incurred for main- 
tenance of way and works, other than general superintendence, under Abstract 
A of the Capital and Eevenne Accounts ; also with a share of the other working 
expenses of the system (excluding Government supervision, but including 
general supervision, under Abstract A) proportionate to the gross earnings, and 
with a sum equal to 6 per cent of its gross earnings for the use of Madras and 
Southern Mahratta railway rolling-stock. The necessary agreement for 
working the. branch line has been prepared and is under consideration. 

179. Madras and Southern Mahratta and South Indmn railways.— 

Clause 28 of the contract dated the 26th June 1908, between the Secretary 
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of State for India and the Madras and Southern Mahratta Railway Company 
for working existing lines and parts of the Madras and South Indian railways, 
and clause 11 of the contract, dated the 2nd March 1909, between the Secretary 
of State for India and the South Indian Railway Company, provide that the 
South Indian railway may exercise running powers for both coaching and 
goods traflSc oyer the whole or any part of the section of the railway system 
formerly belonging to the Madras Railway Company from Madras to Banga- 
lore, known as the Madras-Bangalore section. In accordance with this 
provision sanction was accorded in July 1910 to an agreement, dated the 16th 
June 1910, between the Madras and Southern Mahratta Railway Company 
and the South Indian Railway Company for the exercise by the latter of run- 
ning powers over the whole or any part of the Madras- Bangalore section of 
the former company. 

180* Madras and Sonthern Mahratta and West of India 
Portagaese railways- — In February 1908, the Secretary of State and the 
Government of India expressed their willingness to the existing agreement 
between the West of India Portuguese Railway Company and the Southern 
Mahratta Railway Company for the working of that line by the latter Company 
being extended to 1912, and in the contract dated the 26th June 1908, between 
the Secretary of State and the Madras and Southern Mahratta Railway Com- 
pany, provision has been made for this railway to be worked upon the terms of 
the contract subsisting on the 31st December 1907. 

181- north Wes tern State railway and Hall Line Steamer Com- 
pany-— With effect from the 20th August 1907 arrangements were made with 
the Hall line of Steamers for the through booking of passengers* luggage, wool, 
saltpetre and certain other commodities from stations on this railway to Port 
Said and certain ports in Europe and America. 

182. Northwestern State and Jodhpnr-Bikauer railways. — An 

agreement, dated 19th November 1906, having effect from the 20th October 
1901, was entered into between the North Western State railway and the Jodh- 
pur-Bikaner railway for working the Hyderabad (Sind) Junction and Rahoki 
and Tando Thoro flag stations as joint stations. 

183- North Western State and Jammn and Kashmir State rail- 
ways. — A consolidated agreement, dated 2nd February 1906, was entered into 
between the Government of India and His Highness the Maharaja of Rashmir 
and Jammu, in place of the four agreements which previously existed, for the 
construction and working of the Jammu and Kashmir State railway. The con- 
solidated agreement was for a period of five years from 1st January 1903, but 
the option of termination at end of 1908 not having been exercised, the agree- 
ment is now, under one of its provisions, terminable on six months’ notice by 
either side. 

184 North Western State and Bombay, Baroda and Central India 
railways. — On the 4th November 1908 sanction was accorded to the 
agreement, which came into force from the 10th February 1906, between the 
Northwestern State railway and the Bombay, Baroda and Central India 
railway, for the interchange of coaching and goods traffic at Fazilka Junction 
and for the joint use of that station. 
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185. ITortli Western State, Bombay, Baroda and Central India and 
Jodhpur-Bikaner railways. — On the loth May 1909 sanction was accorded 
to an agreement, having effect from 9th September 1902, between the North 
Western State railway, the Bombay, Baroda and Central India railway and the 
Jodhpnr-Bikaner railway, for the interchange of coaching and goods traffic at 
Bh^tinda ; for working Bhdtinda station, and also for such maintenance, rene- 
wal, alterations and additions thereat as may be required from time to time. 
Sanction was at the same time given to a separate agreement, dated 4th June 
1908, entered into between the Bombay, Baroda and Central India railway and 
the Jodhpur-Bikaner railway, for the joint use of the metre gauge works at 
Bhatinda Junction. 

186. Oudli and Robilkband State and Bengal and North-Western 
railways. — ^The Bengal and North-Western railway exercises running powers 
over the Cawnpore-Burhwal 3^ 3f" link, which is owned by the State, under an 
agreement with the Oudh and Bohilkhand State railway, dated the 2lBt 
February 1902, which provides that the Company will haul its trains and 
traffic over the link and pay to the Oudh and Bohilkhand State railway 80 
per cent of the gross receipts arising therefrom. On and from Ist July 1905 
the Bengal and North-Western Railway Company were allowed to retain 25, 
instead of 20, per cent of the gross receipts arising from both coaching and 
goods carried by their trains over the link, on the condition that the Company 
continued to route the traffic as heretofore. 

On the 2nd July 1903 sanction was accorded to the subsidiary agreement, 
having effect from 3rd J anuary 1906, between the Oudh and Bohilkhand State 
railway and the Bengal and North-Western railway, for the routing of traffic 
over the Cawnpore-Burhwal metre gauge link. 

187. Oudh. and Bohilkhand State and Bohilkund and Knmaon rail- 
ways. — An agreement, dated 19th September 1908, having effect from the 1st 
January 1907, was entered into between the Oudh and Bohilkhand State railway 
and the Eohilkund and Kumaon Bail way Company for running powers over the 
Oudh and Bohilkhand State railway bridge across the Bamgunga river at 
Moradahad for the metre gauge traffic of the Moradabad-Bamnagar branch of 
the Bohilkund and Kumaon railway. The agreement is subject to twelve 
months* notice of termination by either railway, hut it is within the competence 
of the Oudh and Bohilkhand State railway at any time to give notice to entirely 
cancel the agreement, such notice to expire on a date eighteen months subsequent 
to that on which it is given. 

188. Oudh and Bohilkhand State and East Indian railways. — An 

agreement, dated 13th July 1907, having effect from 1st July 1907 and sanc- 
tioned in December 1907, was entered into between the Oudh and Bohilkhand 
State and East Indian railways for the~ 

(i) pooling of coaching traffic from Allahabad, Prayag and Naini to 
Benares Cantonment and Kashi and vice versa, and the 
(^i) grant of running powers to the East Indian railway over the Oadh 
and Bohilkhand State railway between 3Joghal Sarai and Benares 
Cantonment for passenger trains to and from Allahabad. 

In January 1908, sanction was accorded to an agreement which was entered 
into between the Oudh and Bohilkhand State railway and the East Indian 
railway for the division and routing of goods traffic between Hapur and Calcutta* 
Hapur and the junction stations and Hapur and the internal stations on both 
railways. 
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189. Secretary of State and Irrawaddy Flotilla Company. — An 

agreement, dated Ist June 1905, was entered into between the Secretary of State 
and tbe Irrawaddy T'lotilla Company extending for a further period of 
two years, from 1st April 1906, the terms of an agreement of 31st October 
1903, which was extended to 31st March 1906, for the maintenance of a regular 
line of steamers for the mail service between Katha and Bhamo. In May 1907 
sanction was accorded to the renewal of the agreement with effect from 1st 
April 1907 for an indefinite period, power being reserved to both parties to 
terminate it at twelve months’ notice. 

190. Soutliern Mahratta railway and the Sangli State. — An agree- 
ment having effect from 1st April 1907, for a period of three years and subject 
to six months* notice at the end of that period, was entered into in June 1907 by 
the Southern Mahratta Bail way Company and the Sangli State for the working, 
by the former, of the Sangli State railway. 

A memorandum of agreement was also drawn up and accepted in 1907 
by tiie Company and the Burhar for the construction, by the Southern 
Mahratta Railway Company, of the metre gauge railway, 6*77 miles long, from 
Miraj to Sangli town, which was completed and opened for traffic on 1st April 
1907. 

In the contract dated the 26th June 1908, between the Secretary of State 
and the Madras and Southern Mahratta Railway Company, provision has been 
made for this railway to be worked upon the terms of the agreement subsisting 
on the 31st December 1907. 

191. Southern Mahratta railway and Messrs. Strich and Com- 
pany. — In connection with the running by Messrs. Frank O. Strick and Com- 
pany, of London, of a new line of steamers to the Port of Mormugao, sanction 
was given in 1905 to an agreement being executed between that Company and 
tbe Southern Mahratta Railway Company for the through booking of trafioLc 
between British and Continental ports and stations on the Southern Mahratta 
railway, subject to tbe right of the Railway Board to call on the Railway 
Company to terminate it on three months’ notice should it, at any time, appear 
to them necessary to do so. 

192. South Indian railway and British India Steam Navigation 
Company. — In June 1908 sanction was accorded to an agreement entered 
into between tbe South Indian Railway Company and tbe British India Steam 
Navigation Company for the carriage of passengers of all classes, luggage, 
cycles, dogs, parcels and goods booked through between stations on the Railway 
Company’s system, including worked lines, and stations on the Rameswaram 
Island, via Mandapam and Pamban Beach and vice verad , until such time as 
through communication was established between these two places. This was 
effected at the end of 1908. 

193. TTnited Provinces Government and Shahdara (Delhi)-Saha- 
ranpur Light Bailway Company. — An agreement, dated llth October 1906, 
■was entered into between the Government of the Dnited Provinces of Agra and 
Oudh and Messrs. Martin & Co., on behalf of a company to be formed under 
the style “ Shahdara (Delhi) -Saharaup nr Light Railway Company,” for the 
construction and working of a steam tramway from Shahdara to Saharanpur, 
with a branch from Baraut to Meerut. 
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BATES AND EABES. 

Coaching. 

194. Bhavnagar-G-ondal-Junagad-Porhandar railway. — This ad- 
ministration enhanced the charges for 1st and 2nd class return tickets from 
one and two-thirds to two single fares, both in local and through booking, with 
effect from the 1st October 1907. 

195. Concessional rates for the carriage of commercial travellers’ 
luggage. — Commercial travellers’ luggage, for which no concession rates were 
previously allowed when carried by mail trains, may now be so carried at half 
parcels rates, subject to a limit of five maunds, any excess weight being either 
paid for at full parcel rates or forwarded by passenger train. 

196. General increase of upper class fares on certain railways. — 

With effect from 1st December 1909 the 1st, 2nd and intermediate class passenger 
fares over the Northwestern State railway system, (excepting the Mushkaf-Bolan 
and Sind-Pishin lines beyond Sibi where higher rates were already in force), were 
raised to the level of those obtaining on the East Indian railway. Erom the 
same date and on the same section of line ordinary return journey and six-monthly 
tickets were also introduced at the rates in force on the East Indian railway. 
With effect from 1st January 1910 the 1st and 2nd class fares for single and 
six-monthly return tickets on the Bombay, Baroda and Central India and Great 
Indian Peninsula railways were also raised to the level of those in force on the 
East Indian railway. On and from the same date the Oudh and Bohilkband 
State railway raised their 1st and 2nd class fares to 18 and 9 pies per mile* 
respectively, ordinary and six-monthly return tickets being issued at the same 
rates as are in force on the East Indian railway. 

197. Grant of return tickets at single fares to petty officers and 
men of the Boyal Navy and non-commissioned officers and men of the 
Boyal Marines when travelling by rail at their own expense- — ^At 
the suggestion of His Excellency the Naval Gommander-in-Ohief, East Indies, 
this was agreed to in 1906 by all railways except three of the smaller ones. 

198. Mirpur Khas- Jhudo railway. — lu J une 1909 sanction was given 
to the same maximum rates being charged for the conveyance of passengers and 
goods on the Jhudo Branch line as are in force on the Jodhpur- Hyderabad 
(British section) railway, hut calculated at a mileage 60 per cent in excess of 
the actual mileage, the minimum rates approved being the same as those in 
force on the Jodhpur-Hyderahad (British section) railway calculated ou the 
actual distance. 

199. Bailway facilities for importation of labour to the Tea Dis- 
tricts. — lu order to improve and facilitate the supply of labour from the cooly 
recruiting districts to the tea gardens in Eastern Bengal and Assam, the East 
Indian and Eastern Bengal State railways arranged in 1906 to attach a through 
carriage daily between Asansol and Goalundo, solely for the convenience of 
tea garden coolies. The East Indian railway also reduced their third class 
fares to 1| pies per mile from stations via, N aihati for coolies carried 100 miles 
and over. 
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To further facilitate the importation of labour to the tea gardens in Eastern 
East Indian. Bengal and Assam, the credit note system 

Bengai-Kagpnr. introduced ou the railways mentioned 

Eastern Bragai State. in the margin, and the undermentioned 

Bengal and North-Western. a , . . . 

Baxlway Administrations notified m 1907 
the following reductions in their fares ; — 

"Eastern Bengal State railway . — to pies a mile from ma Naihati to 

via Goalundo and vice versa. 

A.ssam~Bengal railway’— to Tgies B. xojlQ — (a), from, or m'a, Gauhati 

to stations on the Gauhati-Tinsuhia section and via Tinsuhia and 
vice versdf and (5), from, or via, Chandpur to stations Itakhola to 
Tinsukia including Silchar and Ganhati branches, and via 
Tinsukia and vice versd. 

Bengal-Nagpur railway — to pies per mile over that line. 

Goods. 

200- Bengal-liragpur and Madras and Southern Mahratta rail- 
ways.— With a view to enabling these railways to compete successfully with the 
sea-borne and canal traffic, they were permitted to adopt the i^th pie per maund 
per mile minimum rate for all goods (except dangerous goods or explosives and 
excepted articles) booked to and from any stations on the North-East line, 
including the Oocanada branch. 

201. Competitive rates for goods traffic from Northern India 
to Bombay and Calcutta* — As a result of the agreement come to between 
the Great Indian Peninsula and East Indian railways in respect to the 
difference which should be maintained in the rates to and from the ports of 
Bombay and Calcutta for traffic to and from Northern India, both railways 
practically reverted in 1906 to the rates which were in operation before the 
competition which followed the termination of the agreements dated the 7th 
Eebruary 1898 and 19th July 1903. 

202* Concessions to traders on goods despatched to, as well as on 
those coming from, Persia* — A rebate was allowed in 1901 by the North 
Western State railway equal to one-third freight on goods booked from Karachi 
and stations in the Punjab to Quetta en route to Persia, vid Seistan and vice versd, 
on presentation of a certificate from the Agency office at Quetta. On such traffic 
carried over the East Indian railway a similar concession was granted by that 
railway. As, however, this concession proved insufficient to induce Persian mer- 
chants to patronise the Quetta-Nushki route, the rebate was increased in March 
1906 to two-thirds the freight charged over the North Western State railway, 
the concession to remain in force for a period of three years subject to recon- 
sideration at the end of that period. Eater sanction was accorded to the exten- 
sion of the rebate of two-thirds freight to such traffic when it was booked and 
despatched by passenger train, and to both these concessions being extended to 
Afghan trade which passes through Nushki and does not break bulk at that 
station. A similar concession, but limited to one-third rebate, was sanctioned 
on the Oudh and Kohilkhand State railway. Both these concessions were 
sanctioned up to 31st March 1909, and in February 1909 their continuance for 
a further period of 3 years was approved . 
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203. Concessional rates for the carriage of fodder. — In view of the 
prospects of a serious fodder famine in 1907-08, owing to the failure of the mon- 
soon, in the United Provinces, Central India, Kajputana, the Punjab and the 
North-West Prontier Province, and of the adverse effect on the traf&c of the 
railways which would result from curtailed agricultural operations following on 
any considerable mortality among cattle, the Government of India invited the 
Kail way Administrations to co-operate by the quotation of specially reduced rates 
for the carriage of fodder to the famine-affected parts of the country. Substan- 
tial reductions in rates were, as a result, agreed to by the several railways ; but 
the Government of India, realizing that stiU greater assistance was necessary in 
order to effect the movement of fodder in sufficiently large quantities, decided 
that freight on such consignments should be charged at the rate of % an anna 
per 4-wheeled wagon and one anna per bogie wagon per mile only, the balance 
of the total freight being borne by Government. This arrangement came into 
effect from the 15th November 1907. 

Subsequently the Government of Bombay having represented that similar 
famine conditions prevailed in the Ahmedabad, Kara, Panch Mahals and East 
and West Khandesh districts and the Baroda State, which border on Kajputana 
and Central India, the concessions referred to above were extended to consign- 
ments of fodder booked to stations in these districts. 

The above concessions remained in force until the end of July 1908, when 
they were withdrawn owing to the improvement in the agricultural outlook. 

204. East Indian, Ondh and Bohilkliand State and Bengal and 
North-Western railways. — In 1909, owing to the disappearance of famine 
conditions, the low grain rates quoted for Burma rice to stations on the East 
Indian, Oudh and Kohilkhand State and Bengal and North-Western railways 
were cancelled and the old rates in force previous to the famine were reverted 
to. 

205. Jodhpnr-Bikaner railway. — With effect from the 1st December 
1906 the scale of class goods rates on the Bikaner section of this railway was 
reduced to the same level as that in force on the Jodhpur section. 
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ACCIDENTS. 

206. WitTi a mean average of 29,662 miles worked per year and a total 
of about 602 millions of train-miles run during tbe fire years from 1st January 
1905 to Slst December 1909, there were 293 accidents to trains, rolling-stock, 
permanent- way, etc., on Indian railways for every 1,000 mean-miles worked 
per year and 7 accidents for every 100,000 train -miles run. 

The proportion of passengers killed and injured by accidents to trains from 
causes beyond their control to the number of passengers booked during the 
same period was 1 in 7 millions and 1 in If millions, respectively ; and of pas. 
sengers killed and injured from all causes, 1 in 1| millions and 1 in 5 hundred 
thousand, respectively. 

The proportion of total casualties (passengers killed and injured from all 
causes) to the number booked was 1 in 4 hundred thousand ; and to the number 
of passenger units carried one mile, 1 in 14 millions. 

207. During the period November 1905 to Slst July 1910 the following 
were the more important accidents : — 

Bengal and North-Western railway. — On the llth February 1910 
No. 181 up goods train ran into a detachment of Goorkha sepoys while they 
were manoeuvring on the line at the Kura bridge. Three men were killed and 
three more or less seriously injured, 

Bombay, Baroda and Central India railway. — No. 5 down express 
train collided with No. 47 down goods train at Itola station, on the 26th June 
1908, due to the driver of No. 5 down train having run against signals and to 
the disregard of rules by the station staff. Twenty-four passengers and two rail- 
way servants were killed, and thirty -four passengers and five railway servants 
injured. The rolling-stock was considerably damaged. 

No. 2 up mail train collided with No. 166 up local train between Parel 
running-shed and Mahalakshmi station, on the 18th March 1909, owing to 
the cahinman at Parel running-shed having lowered signals for the mail before 
receiving information of the arrival of the local train at Mahalakshmi. Bight 
passengers and five railway servants were injured. 

Burma railways. —The whole of No. 239 up passenger train, with the 
exception of three vehicles, was derailed on the night of the 24th March 
1909 on a diversion at mile 140-19 between Zeyawadi and Nyaungchidauk 
stations. The accident was due to the absence of a light to indicate the 
entrance to the diversion, a contributory cause being the excessive speed of the 
train, contrary to the orders on the ** Line-clear and caution ticket ** given to 
the driver. The first fireman, a brakesman off duty and seven passengers were 
killed ; the driver and seven passengers were seriously, and seven persons 
slightly, injured. The damage to roUing-stook was estimated at Ks. 77,000. 
One horse-box, four third class bogie carriages and two third class bogie 
carriages with brake-vans were completely destroyed hy fire which resulted from 
the accident, and the engine was seriously damaged from the same caiise. 

Eastern Bengal State railway.— An up goods special train parted 
between Ichhapnr and Shamnagar stations on the 10th November 1907. The 
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portion, left on the road was run into by an up troop special of the East Indian 
railway, owing to the staff at Shamnagar having permitted this train to enter the 
blocked section. The collision fouled the down line, and the wreckage of the two 
trains was run into by a down special goods train running on that line. The 
driver of the troop special was killed and a passenger injured. The rolling- 
stock and permanent-way were considerably damaged. 

Two ballast trains collided between itaja Bhat Xhawa and Buxa Bead 
stations on the 30th March 1909, owing to disregard of rules for train working 
while telegraphic communication was interrupted. Five coolies were killed 
and five injured. The rolling-stock was badly damaged. 

East Indian railway. — Nos. 18 down passenger and 131 up goods trains 
collided at mile 864^, between Sasni and Pali (now called Madrak) stations, on 
the 31st January 1906, due to the driver of the goods train running with a 
wrong Bine- clear message which had been delivered to him by mistake at Sasni. 
Two passengers and five railway servants were killed and four passengers and 
two railway servants injured. The rolling-stock and permanent-way were 
considerably damaged. 

Nos. 8 down passenger and 256 down goods trains collided at Memari 
station on the 9th May 1906, due to defective signals. Seventeen passengers 
were injured. The rolling-stock and permanent- way were considerably 
damaged. 

A special train collided with a shunting engine at Bhanbaid station 
on the 12th March 1907, due to the disregard of rules by the station staff. 
Twenty-two passengers in the special were more or less seriously injured, one 
pf whom subsequently died. Three men of the engine staff also received injuries 
of a slight nature. The rolling-stock was considerably damaged. 

Nos. 18 down passenger and 61 up goods trains collided between a tempo- 
rary block hut at mile 230-6J and Dadpur block hut on the 17th December 1907, 
due to the failure of the staff to give a caution order to the driver of the up 
goods train at Jhajha. Eight third class passengers were killed and eighteen 
injured. The guard of the goods train was also slightly injured. The rolling- 
stock was considerably damaged. 

No. 64 down goods train collided with No. 73 up goods train at Patna 
station on the 30th March 1908, due to the disregaid of rules by the station 
staff. Certain wagons on the up train which were loaded with kerosine oil 
caught fire, and the blazing oil having splashed on to the engine of the down 
train burnt three of the engine crew, who subsequently succumbed to their 
injuries. The permanent-way and rolling-stock were considerably damaged. 

No 33 up passenger train collided with No. 6 down express passenger at 
Easulabad station on the 21st June 1908, owing to the points having been 
wrongly set. Pour passengers were killed, and fourteen passengers and five 
railway servants injured. The rolling- stock was considerably damaged. 

No. 12 down passenger train collided with a down light engine at Twin- 
ingganj station on the 9th June 1909, owing to the assistant station master 
on duty having given the Line-clear for the down passenger train while the 
Kne was blocked by the light engine. One railway servant was killed and four 
passengers and seven railway servants were injured. The rolling-stock was 
odnsiderably damaged. 
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The engine, and the first four wagons immediately behind it, of No. 64 down 
goods train were capsized over the bridge and two other wagons derailed at 
mile 319-5 near Sainthia station on the lith June 1909, owing to a rail 
from the end of the bridge having been removed in the course of repairs to the 
permanent-way by the engineering department without the exhibition of pro- 
per signals, and to the station staff at Sainthia having failed to advise 
the next station of the work having been taken in hand. Three railway 
servants were injured and the rolling-stock was considerably damaged. 

Great Indian Peninsula railway. — Nos, 601 down Great Indian 
Peninsula railway mail and 225 up Oudh and ilohilkband State railway goods 
trains collided at Amausi station, Oudb and Robilkband State railway, on tbe 
6th June 1907, due to the driver of the Great Indian Peninsula railway train 
running against signals. The brakesman of the mail train was killed, and 
twelve passengers were severely injured, one of whom subsequently died. The 
rolling stock and permanent- way were considerably damaged. 

Madras railway. — Nos. 14 mail and 4 mixed tiains collided near 
mile 112, between Urampadu and Koduru stations, North-West line, on the llih 
May 1906, due to neglect of the staff. One passenger and three lailway 
servants were killed and twelve passengers aiid three railway servants injured. 

Madras and Southern Mahratta railway. — The engine attached to a 
ballast train, while proceeding from Veldurti station to Bbogavolu station, 
on the 19th March 1909, left the track at mile 10-4 and capsized down the bank 
slope, owing to the driver having exceeded the speed limit. Six contractor’s 
coolies were killed and ten injured. 

The whole of No. 2 up Calcutta- Madras mail train, with the exception of 
two vehicles and the engine, was derailed on the forenoon of the 19th June 1909 
at mile 13-4 between Ennur and Minjur stations. Tbe accident is believed 
to have been due to a defect in the road. Seven passengers were killed on the 
spot, eight subsequently died from injuries and fifteen were injured. The 
damage to vehicles was considerable, four of them being completely w recked. 

On tbe 6tb January 1910 No. 66 up express running from Waltair to 
Euvvada ran over and killed thirteen persons who were trespassing on the line at 
night. The driver noticed nothing unusual ; but on arrival at Duvvada his 
attention was drawn to some cloth on the cow-catcher, which led to the examin- 
ation of the line and the discovery of the dead bodies. 

North Western State railway- — No. 4 down Punjab-Bombay mail 
and an up troop special collided near Lahore station on the 1st December 1905, 
due to points having been wrongly set. Seventeen passengers were injured. 
The rolling-stock was considerably damaged. 

An accident occurred on the Reshi Bridge on the 26th June 1907, when a 
passenger train overtook eight women and five children who were trespassing on 
the bridge, and killed seven women and injured one woman and two children. 

A collision occurred between an up passenger and a down goods train, on 
the 24th October 1907, at Kot Lakhpat station, due to the driver of the goods 
train having started on a wrong Idne-olear, and resulted in the loss of eleven 
lives and injuries of a serious nature to twenty-nine passengers and railway 
servants. 
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A collision occurred between a down special goods train and an up passenger 
train on the 29th October 1907 between Jagadhri and Kalanour stations, due to 
the driver o£ the goods train having run through Jagadhri station yard without 
I/ine-clear and against signals. Twenty -two persons, including thirteen railway 
servants, were killed, and twelve persons, including six: railway servants, were 
injured. 

A collision occurred between an up and a down passenger train on 
the 25th December 1907 between Ludhiana and Ladhowal stations, due to the 
station master having permitted the down passenger train to proceed when the 
section ahead was not clear, and resulted in the death of twenty-one persona 
including six of the train staff, and injury to seven persons including four of 
the train staff. 

No. 3 up mail train collided with No. 4 down mail train at mile 1,029, 
between Mustafabad and Barara stations, on the 3rd December 1908, due to a 
Line-clear Laving been given for No. 4 down mail after permission had been 
given for No. 3 up mail to proceed in the opposite direction. Bifteen passengers 
and seven railway servants were killed, and twenty passengers and four railway 
servants injured. The rolling-stock was seriously damaged. 

Oadh and Kohllkliand State railway. — No. 23 up passenger train 
collided with No. 26 down passenger at mile 84-7, between Dasna and Ghaziabad 
stations, on the 6tb May 1908, owing to both trains having been allowed on to 
the same block section at one time. Seventy-two passengers and seven railway 
servants were killed, and one hundred and eighteen passengers and one railway 
servant injured. The rolling-stock was seriously damaged. 

No. 39 up express train and a rake of 14 wagons and 3 brake-vans belong- 
ing to No. 195 up goods train, which escaped from the yard at Doiwala station, 
Hardwar-Dehra railway (worked by the Oudh and Eiohilkhand State railway) 
during shunting operations, owing to the brakes on the rake not having been 
secured on the train coming to a stand-still at the station, collided at mile 34-7 
between Doiwala and Bikhikesh Road stations on the 23rd May 1909. Six 
passengers and two railway servants were killed, five passengers were seriously 
injured and six passengers slightly injured. The damage to rolling-stock was 
estimated at Rs. 1,00,261. 

Rohilkuud and Kumaon railway — A down locomotive fuel special and 
an up ballast train collided at mile 52-11, between Lalkua and Motta Haldoo 
stations, on the 23rd September 1906, due to the ballast train, which was work- 
ing outside the down distant signal at Lalkua, not having been properly protect- 
ed. One person was killed and twenty-two injured. The rolling-stock was 
considerably damaged. 

On the 27th March 1910 a loaded boulder train, with engine travel- 
ling tender foremost, was derailed between Bhojeepura and Deoranian stations. 
The engine, tender and some vehicles fell over the bridge into the stream below. 
A wagon containing fuel for the engine, an intermediate and third class carriage 
in which the spare crews of the train travelled, the front brake-van, five wagons 
and open trucks were all derailed on the bridge. The driver, two fiiremen, 
two khallasis and a telegraph employe were killed. The accident was probably 
due to the rails having buckled underneath the engine tender. 



South Indian railway. — On the llth December 1909, as No. 196 passen- 
ger train, with a bogie composite leading, was ascending from Keti towards 
Lovedaie station on the Kilgiri mountain branch, it collided with a light 
trolly which was descending at a high rate of speed. The trailing wheels of 
the leading bogie were derailed at the impact, and the Locomotive Foreman and 
the Assistant Locomotive Superintendent, who were passengers in the trolly, were 
hilled. The trolly was in charge of another Locomotive Foreman and two 
trollymen, who were all more or less seriously injured. The accident was due to 
the Locomotive Foreman in charge of the trolly having overlooked the running 
of the daily passenger train. 
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